March 13, 1926 


McGraw-Hill Publishing Company, Inc. Price Twenty Cents per Copy 


Ingersoll-Rand Pneumatic Paving Breakers and Tie 
Tampers are an effective means for reducing the time and 
labor costs of maintenance and reconstruction operations. 
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Two men with CC-Paving Breakers will break out more track and do a better job than a dozen men with hand 
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\ Street Cars ao 
Build Industry 


TT ‘HE remarkable industrial growth of 
dt Cleveland has drawn the attention of the i 
Nation. The important part that modern elec- 
tric railway transportation has played in this 
development can be gauged by the fact that more 
than a million passengers—equal to the entire 
population of the city—are carried daily on the 
lines of the Cleveland Railway. Shifting masses 4 
of population, twice daily, require thirteen } 
hundred cars for rush hour service. 4 } 

9 
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The Cleveland Railway is a leader in the city 
transportation industry. Through following a 
continuous program of replacement of obsolete 
cars, they have attained exceptionally high 
standards of service and equipment. Cleveland 
is the home of the Peter Witt car, and is 
accredited with many other important improve- 


ments in the industry. 
ate 
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Twenty-four hundred modern low-floor Type 340, 
50 hp. Westinghouse motors are in daily service on Cleve- 
land street cars. Thirty-seven 1500 kw. Westinghouse 
60 cycle Rotary Converters furnish the necessary electri- 
cal energy. Of these, 25,000 kw. capacity, distributed 
in 10 substations, is automatically controlled, requiring 
the services of only one supervisor. 


———— 


Discuss your problems with the Westinghouse 


y, Representative. Yh 
. . . / 
Westinghouse Electric & Manufacturing Company 
East Pittsburgh, Pennsylvania 
Sales Offices in all ‘Principal Cities of . 
the United States and Foreign Countries 
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Small Properties, Too, Can 
Benefit from Modernization 


FTEN it is thought that modernization’ can pay 

only on large electric railway properties. Such is 
-not the case, however. In a recent issue appeared 
-an article telling how Zanesville, Ohio, is rebuilding its 
rail service by new ‘cars operated on reconstructed 
tracks. Study of the comparative operating statements 
of 1924 and 1925, after a full year of operation of 
twenty new cars, demonstrates clearly that these cars 
were responsible for the lion’s share of the $48,000 
saving in operating expenses. 

It is hardly necessary to expand at length on this 
theme, as the figures speak for themselves. Only a 
short time ago ELECTRIC RAILWAY JOURNAL told how 
the Buffalo and Erie was saved from the scrap heap 
and turned into an earning property by application of 
similar principles. In a still earlier issue the mod- 
ernization of the lines connecting the Attleboros in 
Massachusetts was described. Other examples of this 
kind that might be mentioned are the New Haven & 
Shore Line Railway and the Cumberland Traction 
Company. 

Of course certain conditions must exist in order to 
make possible a profitable rehabilitation of this kind. 
For one thing, adequate traffic must be available. 
Most important, however, is the possessing of vision 
ard foresight—and a management with the courage of 
its convictions. 


-Changing Public Attitude May Bring Relief 
from Unwarranted Imposts 


ORE and more publicity and public relations work 

on the part of the utilities is continually urged, 
and certainly it should go on. The electric light and 
“power industry has done a masterful job in this respect. 
“The gas industry has done well. The steam railroads and 
the electric railways have followed suit, but have not 
measured up in their effort to the power companies. 
Each utility, fortunately, is profiting to a certain extent 
by the public relations work of the others. 

It is becoming more apparent all the time that out 
of this combined effort there has already come a pro- 
found change in the public attitude. The frequency 
with which men in public office are making political 
capital out of the utilities is clearly diminishing. City 
‘councils and legislatures are tending more and more 
to grant the appeals of the railways. Courts and juries 
are fairer in their damage claim awards. 

Out of this improving attitude will come the oppor- 
tunity for obtaining relief from burdensome imposts 


which never have been in the best interests of the - 


public, but from which until recently it was almost 
hopeless to expect relief. Such-burdens include the cost 
of street paving and paving repair, free transporta- 
tion of policemen, firemen and postmen, franchise taxes 
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and various other imposts whose justification, if there 
ever was any, dates back to the days of the horse car. 
But with the public becoming very much enlightened on 
these matters and with the growth of a general disposi- 
tion to be fair to the utilities, steps taken to remove 
the unjust obligations may be expected to meet with 
greater sucess than in the past. In other words, past 
failures to obtain relief from these burdens are of little 
significance now in.the light of new public understand- 
ing. As time goes on, renewed effort to win such relief 
in the interest of improved service is more than war- 
ranted. Certainly the car rider should not have to pay 
for anything that does not contribute to the service he 
receives. 


Capital Is an 
Immediate Need 


ERHAPS the greatest need of the electric railways 

today is capital. How to get it is a problem that 
is puzzling many managements. Were capital readily 
available, there are many improvements that could be 
made, which, modernizing the system, would materially 
enhance its ability to earn a satisfactory return on the 
investment. 

Much progress has been made during the last five 
years in improving the status of the industry. Rela- 
tions with the public are better. The essentiality and 
permanence of the electric railway have been established. 
The place of the bus with respect to the rail systems 
is being better understood. The fixed fare idea has 
been overcome in most communities. Other funda- 
mentals in the railway situation have been similarly im- 
proved. The course to follow, looking toward mod- 
ernizing the railways and merchandising the rides, has 
been pretty clearly charted. But it all requires capital. 

Seeking capital the railways find that the financial 
market reflects past conditions, not present. Investors 
are not yet aware of the very much better position that 
the electric railways occupy. This makes new financing 
difficult, and without a greater flow of capital to the 
industry improvement in earnings is slow. 

Employee and customer ownership as a means of 
distributing securities can be applied to electric rail- 
ways, as it has been to central stations. It is but a 
few years ago that electric light companies were forced 
to resort to this form of financing because the usual 
methods were too expensive. Now money for junior 
securities is flowing in so readily to this industry that 
there is a tendency to revert back to the sale of bonds 
through banking channels because such money can be 
secured at very low rates. 

No less an authority on utility finance than Samuel 
Insull said recently that he would far rather sell 
junior securities of his companies to customers at a 
discount and with a point or two higher interest rate 
than to finance by means of senior securities sold at par 
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but distributed to investors all over the country. If 
it can be shown to be wise to put further money into 
a railway property, that money can be secured through 
the employee-customer ownership plan with its further 
advantage of stockholder influence on public relations. 

The procedure is simple. First, the executives must 
be sold on their own company. Then the employees 
may be sold a financial interest and partnership in the 
business. Together, then, management and employees 
have the confidence and enthusiasm which are necessary 
in selling securities to the public. Once this thing gets 
started it is like a snowball. The initial capital brings 
certain improvement in the plant—probably new cars 
first, because they are the show window of the business. 
The new cars reduce operating costs and attract addi- 
tional passengers, so that the net earnings are substan- 
tially improved. Improved earnings attract more 
capital—more capital and more stockholder friends. 
And so the cycle goes on cumulatively. The difficult 
period is the start. The course of action is well charted. 
The industry needs only the will to proceed. 


Lo! the Poor Phoenix Railway 
Not at Death’s Door After All 


HEN a horse is sick, call a veterinarian; when a 

person is sick, call a doctor; but when a street car 
system is ill even unto death, call an ex-navy man and 
a specialist in aviation affairs for learned consultation. 
Such, apparently, was the line of reasoning adopted by 
the city authorities of Phoenix, Ariz., recently, when 
they persuaded Commander Abner B. Clements, U.S.N., 
retired, and J. Frederick Richardson, an expert investi- 
gator into the status of air service and Shipping Board 
affairs, to make a comprehensive survey of the street 
railway situation, with a view to suggesting ways and 
means of resuscitating the innocent victim of circum- 
stance. 

These two worthies, who happened to be visiting 
Pheenix at the time, proceeded to make a cursory exam- 
ination of the patient’s condition, and immediately 
ascertained that the illness was of an economic nature 
and had nothing to do with operating conditions on the 
road. They prescribed a bit of osteopathic treatment 
to the financing of the company and assured the Mayor 
and City Commissioners that this would soon put the 
invalid back on its feet once more. 

Perhaps the eminent consultants were entirely cor- 
rect in their diagnosis, but on the face of the thing it 
is not greatly to be wondered at that a number of 
citizens of Arizona’s capital were moved to a bit of rude 
humor in discussing these developments. They had wit- 
nessed the failure of the city fathers to adopt the 
so-called Alexander plan, which had been proposed by a 
group of public-spirited local citizens to meet the 
exigencies of the situation and which had received the 
approbation of the special committee of citizens 
appointed by the former Mayor to settle the trans- 
portation question once and for all. Now two gentle- 
men from the East, with no apparent acquaintance in 
railway affairs, had presumed to dispose of the whole 
matter with the simple statement that a little proper 
financing would do the trick. 

The constant turmoil which has surrounded railway 
affairs ever since the properties passed into the hands 
of the city some months ago would seem to indicate 
that a real solution will never be found as long as the 


railway remains under municipal control. City pol- 
itics and operating efficiency are frequently poured into 
the same dish, with the same salubrious results that oil 
and water would give. If the Phcenix politicians are 
unwilling to trust local interests with the destinies of 
the railway they should continue with their avowed 
intention of finding outside interests who will take it 
over and properly rehabilitate the property. If financ- 
ing is needed, and it unquestionably is, it should be 
provided by private rather than public capital. 


Highway Crossing Signs that Father Used 
Are Not Sufficient Today 


ee ESPITE the ‘Safety First’ crusade, despite the 

glaring newspaper headlines telling of the grizzly 
harvest of death upon-the highways, and despite the 
knowledge that more people were killed by automobiles 
last year in the United States than now live in some 
of the populous counties of Texas and more people in- 
jured than now live in the city of Dallas, this tournament 
with death goes on.” Such is a single paragraph from 
the annual report of Texas Electric Railway. Here is a 
concrete expression of the ever-increasing reckless driv- 
ing that Jack Beall sees so clearly. 

There is perhaps no problem so vital to the operation 
of electric railways as that of safety. Not only is it of 
paramount interest as viewed from the financial aspect 
of the railroad itself, but from the humanitarian angle 
as well it demands the most intimate attention. There 
probably is no industry that has contributed more than 
that of the electric railways to the promotion of safety 
work of a public nature, but certainly the work is not 
done. More co-operation is necessary and even greater 
effort must be expended before this self-destruction can 
be curbed. 

Mr. Beall continues in his annual report: “In some 
states the law requires the driver of an automobile to 


stop before going over a railroad crossing. It is an 
easy thing to do. It is the safe thing to do. With this 
done there would be no crossing accidents. Would this 


be an unreasonable requirement of the auto driver? 
The laws of Texas now require all railway trains to 
stop before going over the tracks of another railway 
unless the crossing is otherwise protected. Likewise, 
all interurban cars are brought to a full stop before 
going over railroad crossings. Under city ordinances, 
street cars must stop before going over a railroad cross- 
ing. The law imposes this duty upon the railway com- 
panies in the interest of human safety and surely the 
law may properly require of a man as much care for the 
protection of himself, his wife, or his children as it 
now requires of a railroad for the protection of its 
passengers. ee 

In Pennsylvania it is almost impossible for an autoist 
to recover from a railway if a collision occurs unless 
the driver can prove that he “stopped, looked and lis- 
tened”’ before crossing the track. Even so, automobile 
drivers pay but little attention to this condition. It 
would appear that immediate effort must be directed 
toward continued education of the drivers and to the 
end of providing more and better warning signals at 
railway crossings. 

Crossing protection is in a measure similar to the 
signal system of a railway. In early days of slow and 
infrequent trains even single-track roads could be safely 
dispatched by the old system of train orders. Many 
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are today. As the frequency and speed of trains in- 


creased, these orders were supplemented by a very 
elaborate system of block signals, automatic in their 
operation. In olden days the familiar crossing signal 
constructed of wood and placed on the edge of the rail- 
road right-of-way was sufficient to warn the driver of 
a team of horses that he was about to cross a railroad 
track. Today, horse-drawn vehicles are of minor im- 
portance. Fast-moving automobiles have not only taken 
their place, but have exceeded them in numbers many 
times over. Besides this, night driving has become 
more and more a thing to be reckoned with. 

Despite these conditions very little has been done to 
improve the average highway warning signs used at 
crossings over railroads. The same old wooden crossing 
sign is placed on the edge of the right-of-way, so close to 
the track that the driver has little or no warning that 
he is approaching the railroad tracks. At night these 
signs are hard to see, and too often the automobile 
driver does not realize that he is about to cross a track 
until he actually feels his car go over the rails. 

Regulatory bodies today are demanding train control 
for the more important Class I railroads to increase 
protection. It might be better to turn their attention 
to protecting automobilists as well. Crossing signs 
should be farther back from the railroad track, with 
two of them, if necessary, one on each side. One of these 
at least should be illuminated at night either directly 
or by reflection from headlights. The expense should 
not be great. But however large it might be, it is of 
little consequence compared with the cost if a bad acci- 
dent was caused by their absence. 


Cleveland a Good Choice 
for 1926 Convention 


ELECTION of Cleveland for the 45th convention of 

the American Electric Railway Association is a 
very fortunate choice. The new public auditorium 
is one of the finest’ and best equipped exhibition halls 
in the country. The floor space of the auditorium will 
be augmented by the construction of a large building 
directly adjoining. In addition there will be provision 
for display of cars and for outdoor exhibits, so that 
construction machinery can be shown in operation, 
something impossible in previous exhibits. 

The committee in charge has been assured that hotel 
accommodations will be ample. Investigation has shown 
that the hotel space reserved for the association will 
include as many rooms as were utilized last year at 
Atlantic City. The downtown hotels are as near the 
auditorium as the most of the Boardwalk hotels are to 
the pier. 

As to cost, everything favors Cleveland. With 
increases asked this year by the various Atlantic City 
interests, there should be a material saving all along 
the line. The price set for space, 75 cents per square 
foot, is the same that would have been necessary had 
the convention gone to Atlantic City this year. In the 
matter of handling and placing exhibit material, the 
advantage of having available rail facilities directly 
into the building is worth a great deal and will reduce 
costs. 

Cleveland as the convention city for this year has 
many advantages apart from those mentioned. The 
association has gone to Atlantic City for the past three 
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years, breaking the old custom of alternating with 
some city further west. Cleveland is centrally located, 
and many companies can send large delegations at a 
moderate cost, where but a few officers could go to 
Atlantic City for the same expenditure. There are 
many important developments in the central territory, 
particularly in the bus field, so that it is well to make it 
possible for delegates to spend some time inspecting 
them before or after the convention. 

Many of the manufacturers have their plants near 
Cleveland, so that it will not be difficult for them to 
send excellent exhibits. It will be particularly helpful 
to have working exhibits. The layout will be such that 
all the buses can be shown together and to advantage. 
This will be a great advance over last year’s situation, 
which was not entirely satisfactory to any one. 

With all these conditions so favorable, everything 
points to this year as offering possibilities for the best 
convention in the history of the association. Railway 
men and manufacturers should see to it that this predic- 
tion is borne out. 


Trial by Jury as a Means of 
Making Cars More Comfortable 


F THE PROOF of a pudding is in the eating, surely 

the real test of a seat is in the sitting. That at least 
was the thought that actuated the management of the 
Chicago, Aurora & Elgin Railroad to select a jury from 
among its employees to try the merits of different types 
of car seats. Men and women, tall and short, fat and 
lean, were chosen to perform this judicial function. 
The old standard seat used on the cars of this company 
was tried along with modifications suggested by various 
seat manufacturers and others proposed in a report 
made by a committee of the Society of Automotive 
Engineers dealing with automobile design. 

Several interesting points were brought out by the 
comments of the jury. It was the consensus of opinion 
that the old standard seats were too high from the floor. 
The women particularly objected to this feature. More- 
over, it was found that the most comfortable design was: 
one in which the cushion slanted slightly backward 
instead of being horizontal. Investigation was made 
also to discover the proper angle to have between the 
back of the seat and the cushion. Details of the find- 
ings of the jury are given in an article in this issue. 

After a new standard seat design was selected based 
on the findings of the jury, the matter of car steps was 
considered. Here again the comments of a diverse 
group of people were found to be very illuminating. 
The step arrangement finally included in the design of 
new cars built for this company differed in several 
important respects from the arrangement formerly 
used. 

Whether or not the type of seat and step found most 
satisfactory for the Chicago, Aurora & Elgin Railroad 
would prove equally satisfactory under other conditions 
is impossible to tell. The point is, however, that the 
method of selection used by this company developed a 
design satisfactory for its own use, as proved by the 
favorable comment received from passengers after the 
cars began operation. While the plan of selection used 
is perhaps a novel one, it may well be worth considera- 
tion by other managers contemplating the purchase of 
new equipment. 
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Transportation Men Must Supply Facts 


Newspaper Comment on New York City Bus Proposal Reflects Colossal Misunderstanding 
by Press Not Only of New York Conditions, but of General Transportation 
Question—Great Need for Railway Men to Correct Popular 
Impression that Is Both False and Misleading 


vanced for the partial substitution of buses for 

street cars in New York continue in an unending 
stream. Here and there among these expressions of 
cpinion are found commentators who show some real 
appreciation of the conditions underlying this latest sug- 
gestion, but by and large these comments from papers 
other than those published in New York show very 
little understanding of the New York problem. What 
is far more important, they reflect a lack of knowledge 
of the fundamental factors in the local transportation 
problem of the country. Therein does the danger lie 
to the industry—not only the railway but the bus 
itself. With the end in view of presenting the situa- 
tion for the information of the industry, two editorials 
were published in the JOURNAL last week. Extracts 
reproduced here from expressions of opinion by news- 
papers show how wide is the misapprehension of the 
New York situation and how far afield is much of the 
editorial thinking, best illustrated by a single phrase 
in the statement of one of the commentators that “this 
proposal marks the beginning of the end of surface 
lines not only in New York but in other cities.” 

Traction men can ill afford to stand idly by and permit 
such comment to be spread broadcast without attempt- 
ing to correct it. Transportation is an engineering and 
economic problem. The place of the bus is becoming 
more clearly established as its development proceeds. 
Unless the public is properly educated to its functions 
untold damage may be done, not only to existing railway 
investments but to the future of the bus itself. Demand 
for wholesale and unwarranted substitution of buses 
for street cars would force the bus to assume the bur- 
dens of. a mass transportation agency. It would tend 
to drag bus fares to the level of railway fares. It 
would seriously prevent the development of the preferred 
type of service to which the bus is inherently adapted. 
Both railway and bus operators should unite in cor- 
recting the misunderstanding of the New York situa- 
tion. A digest of current newspaper opinion shows 
the character of the comment that is now going to 
the public. 

Necessarily the clippings that have so far come to 
hand reflect for the most part the sentiment of papers 
in the East, but the number of items presages a deluge 
of similar comments by papers from all parts of the 
country, with the distortion of facts likely to vary with 
the square of the distance. Captions are harmless that 
read “Buses and Electric Cars,” “Street Cars or Buses?” 
“Bus Is Here to Stay,” “Experimentation in Buses in 
New York,” “Buses and Trolley Cars,” but it can hardly 
be said that captions are either constructive or in 
accordance with the facts that read “Discarding the 
Street Cars,” “Banishing the Street Car,’ “Buses 
Crowding Out Surface Cars,” as many of the comments 
were headed. 

The subject was taken up by some of the syndicates. 


N vector comments on the plan recently ad- 


One of these with a string of papers prepared for 
distribution a story reviewing very briefly the history 
of transportation in New York City. It carried in at 
least one instance the heading ‘“‘New York Priving Trol- 
leys Off Streets to Give Way to More Modern Motor 
Bus.” That in itself was bad enough, but the writer 
of the story was apparently put to it to find a striking 
first paragraph with which to entice his reader. This 
is what he concocted: 

“And now it seems that the street car, which these 
many days has been getting in the way of impatient 
motorists, is on its bumpety way to the discard, at least 
so far as New York is concerned. Those paternal souls, 
the city fathers, have before them a scheme by which 
the last of these somewhat obsolete vehicles would give 
way within the near future to the more tractable mo- 
tor bus. 


SOME UNUSUALLY UNFAIR COMMENT 


One may dip into the pile of comments almost any- 
where and run across expressions similar to that of the 
Chicago Journal to the effect that “the trolley is ob- 
solescent.” That paper expresses the opinion that New 
York may discuss the question of fares and “may ob- 
struct the abandonment of the electric surface cars,” 
but it says that “the notice of the consolidation of the 
two companies dooms the surface car which runs on 
steel tracks and steel wheels.” 

The Jersey Observer holds to a similar view. It says 
that ‘the surface trolley will vanish from the streets of 
New York if the plans submitted are accepted by the 
city officials.” That, in substance, is the opening sentence 
of its editorial “Buses Crowding Out Surface Cars.” 
That paper then pretends to give its readers a summary 
of the proposal. Its view is that it “costs less to operate 
the buses.” 


SUBJECT REACHES CANADA 


The Toronto Globe contrasts the situation in that city 
with that in New York. It revives the old idea of the sur- 
vival of the fittest. Apparently forgetting that the fittest 
is the best only for a particular environment, it proceeds 
to generalize. The Globe holds to the view that “it 
cannot be denied that surface lines slow up traffic and 
contribute to congestion, while it is possible with the 
elastic bus system to use more streets and distribute 
traffic to better advantage.” It sees hope for the street 
railway only in speeding up service. 

The Philadelphia Record expresses the view that the 
electric railway “is coming to be regarded as archaic 
and conceivably the trolley car will one day survive only 
as a museum relic.” It sees in its own city a change 
under way to the bus and it says “it is certain at least 
that in our overcrowded cities the electric railway is to 
be largely displaced by the motor bus.” Its idea is that 
“congestion in the business districts of popular cities 
has become so serious that car tracks and trolley wires 
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and poles present obstacles to traffic which are produc- 
tive not only of costly delay and inconvenience, but like- 
wise of danger to life and property.” The view which 
it holds is that “the elimination of the electric railway 
from all such thoroughfares will ultimately be required.” 
It says that “the obvious means of meeting the needs 
of public transportation is the motor-driven omnibus.” 
In a concluding paragraph that paper tells its readers 
that “the enormous surface traffic in the city of London 
is handled exclusively by motor bus services.” It then 
says that “the adoption of the same method in popular 
American communities is daily becoming more ex- 
pedient.” ; 

Opinion expressed by the Philadelphia Ledger is to 


it thinks that the acceptance of the proposal “will be a 
step in that direction.” It expresses the belief that 
“if buses can be provided of sufficiently flexible capacity 
to meet requirements at all hours of the day, banish- 
ment of the street cars on the scale proposed should 
result in the giving of better and perhaps safer service.” 

As the Wall Street News sees it the people of New 
York “hold no brief for the trolley or for the bus 
per se.’ It says that “this threat of wholesale substi- 
tution has been constantly in the background, affecting 
seriously the credit of the street railways and making 
it easy to draw the hasty conclusion that the days of 
the trolley were numbered.” It calls attention to the 
fact that the figures of passengers carried on the trol- 
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the effect that the “talk of substituting bus services for 
many of the existing crosstown and other trolley lines 
in New York City is in line with the modern drift in 
the street railway field.” It says of the bus that “if 
its wider adoption will mean the ultimate removal of 
the tracks in crowded city centers the innovation will be 
welcome.” 


More CONSERVATIVE VIEWPOINTS 


The Asheville, N. C., Times says that “the announce- 
ment makes clear the fact that the trolley car is not 
being discarded entirely and that there are some who 
have considerable doubt as to the advantages of the 
bus.” It sees “the passing of the trolley as a fact, if 
at the end of the test period it is found the bus is 
cheaper to operate and that it is safe and more easily 
handled in traffic.” 

The Springfield Republican refers to the New York 
proposal as a “bold offer.” Its opinion is that “the 
surface railroad has had hard work to keep above water, 
as street traffic congestion has ‘constantly reduced the 
efficiency and the patronage of New York’s surface 
lines.” It does not expect that the execution of the 
proposal will make “New York a trolleyless city,” but 
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leys in Manhattan last year speak for themselves, in 
that these lines transported almost half as many pas- 
sengers as did the Interborough in the subway and some 
2,000,000 more than did the elevated lines. It says that 
one result of the franker discussion of the place of the 
bus “as a substitute for the trolley will be a wider 
realization of the magnitude of the service which the 
trolley is rendering today.” It raises a question about 
“the extent to which the trolleys themselves could meet 
the demand for improved service if given a 10-cent fare 
on the long hauls.” 

Much more conservative than many of the other com- 
ments is an editorial in the Syracuse Post-Standard. 
That paper says that “it is proposed in New York to 
do immediately what it has been often forecast will be 
done in many American cities: put auto buses in place 
of street cars.” After this opening sentence it dis- 
cusses the terms of the proposal submitted and says 
in conclusion that “the New York proposal does not 
necessarily mean a revolution in other cities.” As the 
Springfield, Mass., News sees it the New York proposal 
“ig a highly significant development in the modern 
transportation situation.” It sees New York as a pos- 
sible “experiment station wherein all the cities of the 
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country could study the problem of bus substitution 
for trolleys before deciding whether or not it would be 
wise for them to follow suit.” 

Experiments with the bus, cautions the Holyoke Tele- 
gram, should be undertaken gradually if at all. That 
paper, however, holds that “if one or the other competitor 
must be abandoned it seems more rational to abandon 
the trolley lines.” The Telegram says “it does seem as 
if a reasonable compromise could be adopted between 
the two modes of transportation, preserving the merits 
of both.” From observations which it has made of the 
problem, that paper says that the compromise of which 
it speaks “has worked well in cities where the trolley 
systems have taken over the bus lines on seriously 
competitive routes, dropped track lines that do not pay 
and used their own buses instead.” 

It is regarded by the Philadelphia Bulletin as advan- 
tageous to the city of New York ‘“‘to have such a number 
and variety of bus plans laid before it for consideration, 
regardless of the open question whether the bus is able 
at all times and under all circumstances to give better 
transportation service than the street car.” The New 
York Review pretends to the belief that “cars on tracks 
in crowded cities have served their purpose and outlived 
their usefulness and a more pliable and modern system 
of transportation is required.” In conclusion it says 
that “buses in place of trolleys, no matter what the fare, 
will be an improvement devoutly to be thankful for.” 

Comment by the Christian Science Monitor takes a 
different tack than that of many of its contemporaries. 
That paper discusses the gradual evolution in trans- 
portation. It refers to the offer “as a sweeping pro- 
posal” and says that if the offer is accepted the change 
“would be as revolutionary as that wrought when the 
trolley rendered the old-time horse car obsolete.” It 
says the plan “marks but another phase of that some- 
what more gradual change which is taking place on the 
country roads and highways.” Its idea is that “the bus 
franchise which today is so highly regarded may, a few 
years hence, be offered in exchange for the exclusive 
privilege of operating air taxicabs over a prescribed 
area.” 

The Newark Star-Eagle says that the New York sug- 
gestion has accentuated the importance of the question 
“whether the trolley should not be abolished.’ Its 
treatment of the subject was very short. It sees the 
Public Service Railway confronted with “conditions sim- 
ilar to those in the metropolis.” In conclusion that 
paper said that “trolley cars may remain convenient 
for interurban travel, but the lines should be taken off 
congested streets.” 


PRESS OF METROPOLIS MORE CAUTIOUS 


So far as acceptance or rejection of the New York 
proposal is concerned, the New York World says “there 
should be no hurry in the matter.” That paper is 
cognizant of the number of passengers being carried 
by the surface lines and says: “Particularly should the 
city go slow in substituting buses for up and down town 
surface roads in active operation.” In conclusion it 
says that “no risks must be taken in substitutions that 
any of this traffic be forced into the already congested 
subway and elevated channels.” According to it “bus 
substitution on a broadening scale has come. The day 
of the surface railway is evidently waning and from 
downtown Manhattan it has already gone.” 

Buses are “destined to play a much larger part in 
New York transportation,” according to the New York 
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Herald. It says this is “the one feature on which we 
are all in agreement.” Under the circumstances it 
counsels public officials to move slowly, “developing and 
modifying as experience teaches us.” More light is 
needed on “the most efficient type of bus, the cost of 
operation, on long and short hauls, question of standees 
and the element of time.” 

New York City is “facing a revolution in passenger 
transportation on the surface of the streets,” according 
to the Newark News. It says that “neither in New York 
nor in Newark will the bus push the trolley off the track 
with a single shove.” If that should be tried “it will 
cause disruption of traffic, financial disaster and create 
unnecessary perils to life and limb.” It says that “the 
passing of the trolley should not be so abrupt as to 
cause a total loss to those owning them.” Substitution 
of the bus for the trolley “will not be warranted until 
it has been demonstrated that the bus can in all con- 
tingencies perform the task better than the street car.” 
This New Jersey paper sees in the increased use 
of buses in its own city “incidents showing the drift 
in street transportation.” It says the “importance of 
the trolley is on the decline.” In its opinion the working 
out of the problem in New York “will be watched in 
every part of the country, and in no city with more 
interest than Newark, where we already have more than 
a speaking acquaintance with both the good and the 
bad points of the bus.” 

The Brooklyn Daily Eagle says “it is manifestly de- 
sirable to get rid of some surface lines over which little 
more than a show of service is maintained,” but that it 
is “manifestly desirable to preserve other surface lines, 
especially in this borough and Queens.” The Standard 
Union, also of Brooklyn, says “there ought to be no 
haste in scrapping the trolley lines in any borough.” 
As it sees it, the principal question to be answered is 
“whether the car-riding public wants them retained.” _ 
Its idea is that “if a negative answer can be verified 
let them (the trolleys) go, but not until then.” The 
Brooklyn Times says that the omnibus service must be 
thoroughly correlated with trolley and subway and such 
elevated lines as are allowed to continue in the streets. 
It says “there should be no creation of independent 
companies to complicate the transit situation of the 
future.” The New York News points out that “with a 
whole system of transportation eliminated and replaced 
by bus lines the passenger’s choice would be narrowed 
almost to the point of no choice.” That paper’s concern 
was not so much with the question of the bus versus 
the trolley car as it was with trying to make a popular 
issue out of the 5-cent fare. 

“Too much is at stake to warrant hasty action on appli- 
cations for bus franchises,” is the opinion of the New 
York Post. As it saw the matter, “ultimately the surface 
car may disappear. But ultimately may not mean today 
or tomorrow. Last year the surface cars in Manhattan 
carried more than 350,000,000. They serve 2,000,000 
more persons than were served by the elevated and 
nearly half as many as were served by the congested 
The Post holds to the belief that “it 
will take some experimenting to discover whether the 
bus at present is adapted to city-wide use.” 

By no means does this exhaust the comment. It takes 
no account of editorials beginning to appear in the cen- 
tral and the far West. The extracts do, however, show 
the trend of thought, while the number of the papers 
which used the topic for a text shows the extent to 
which it is receiving public attention. 
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New Altitude Record for the P.R.T. in 
Recent Stock Sale 


Issue of $10,000,000 Considerably Oversubscribed in Ten 
Days—List of Stockholders Reads Like an Outline of All 
Human Activities—A Large. Block Still Held in Reserve 


66 UTCHER, baker, candlestick maker’ — every 
B trade, every profession, practically every walk 
of life is represented among the purchasers of 
the recent $10,000,000 preferred stock issue of the Phil- 
adelphia Rapid Transit Company. The bank president 
does not scorn to stand in line at the subway entrance to 
make his weekly payment on his subscription, nor is the 
office girl so needful of a “boyish bob” that she cannot 
spare a dollar a week toward a single share in this novel 
investment scheme. It is savings reduced to the last 
word in simplicity. 

This undertaking was no exception to the general 
rule of Mitten Management to do things in a thorough- 
going way. As evidence, but ten days was required to 
oversubscribe an issue of $10,000,000—a 


as with the one of a year ago, to kill two birds with one 
stone. In other words, it was not only desired to secure a 
certain sum of money, but also further to cement the bond 
of co-operation and friendship between the traction com- 
pany and its patrons. Obviously, one of the best means 
of accomplishing this latter end was to induce the afore- 
said patrons to become joint owners of the company, 
since no man is prone to criticise too fiercely something 
in which he himself is financially interested. This does 
not imply that the operation of P. R. T. is open to 
criticism by its patrons, but a pointed analogy may be 
drawn with the case of the man who owns a few shares 
of stock in a certain oil company. Quite naturally he 
will be inclined to replenish his gasoline supply with 

the product of the concern which is paying 


million dollars a day—and the people of Al ea y him dividends. In other words, when car 
Philadelphia‘ evidently would have been | ceyae ill rides mean dollars in the pockets of the 
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been given to them. ue: portation facilities if they have even a 
Results such as these are not to be ob- i very small financial interest in them. 

tained from any hasty overnight planning. i Probably the most interesting phase of 
Before even a breath of rumor had become NE: | the entire development in connection with 

= this stock issue is the element of democracy 


current in the city concerning the possibil- — ave 
ity of a major stock issue, a campaign |, 


which’ characterizes the list of purchasers. 


complete to the last and most minute detail f& pu <: J '&%| This spirit was, of course, deliberately fos- 

had been worked out by the company. No _ fff ; ; tered by the publicity department of the 

general with the fate of a nation in his | Nie fet] company itself in preparing for the cam- 

hands ever ‘went into battle with a more y ) i paign. A very complete series of adver- 

carefully outlined plan of action. a res tisements was run in all of the Philadelphia 

Cannily, P. R. T. decided with this issue, papers, Jan. 21 to Feb. 1. Not only did 
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Riders on the Cars of the P. R. T. Were Certainly Kept Well Posted by Informative Advertisements 
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these graphic sales arguments appeal to the various ele- 
ments of the working class and to professional men and 
others falling into the salary category, but emphasis was 
also laid on an appeal to certain primitive instincts and 
emotions, such as providing for the financial safety of 
wives and children, teaching the habits of thrift to boys 
and girls, preparing for independent old age, and similar 
appeals. Besides the regular English newspapers of 
Philadelphia, the advertising program was expanded to 
include two German publications, an Italian, a Jewish and 
a Hungarian paper, and one paper which catered wholly 
to the negro population. This was done because it was 
found in the previous campaign that a large percentage 
of the purchasers of P. R. T. stock had been made up 
of the foreign element. 


INVESTORS APPRECIATE TIME-PAYMENT PLAN 


The sale, which was closed, considerably oversub- 
scribed, on the evening of Feb. 1, was a 7 per cent pre- 
ferred stock issue of 200,000 shares at $50 par value. 
The stock was open to subscription by individuals in 
lots of one to 20 shares, which might either be paid 
for in full or purchased at the rate of $1 per share per 
week until the full amount had been paid over. The 
latter alternative, of course, is a very real boon to the 


individual in straitened financial circumstances, espe- 


cially since no interest charges are made on such por- 
tions of the subscription which remain to be paid. 
Many expressions of appreciation have been received 
by P. R. T. for this opportunity which has been ex- 
tended to the small investor. Typical of these, the fol- 
lowing excerpt is cited from the letter of a woman sub- 
scriber: “I am buying two shares of your stock. I 
think it was a remarkable idea to help poor people who 
really could not afford to pay cash for it and would 
like to own something for a rainy day. I am all through 
paying now, and hope soon to be in a position to buy 
some more.” 

No one was permitted to purchase more than 20 
shares of stock of this one issue, since the company 
desired to make its list of stockholders just as extensive 
as possible. The safety of this investment is unques- 
tioned by the stockholders, so wholesome is the respect 
with which Mitten Managament is regarded by Phila- 
delphians generally. 

Operation of the campaign was as follows: Applica- 
tions for the purchase of stock were made either in 
person or by mail to the various offices of P. R. T. securi- 
ties. Following acceptance of the application by the 
company, those subscribers who had signified their 
desire to avail themselves of the installment plan of 
purchase were notified to begin making their weekly 
payments. Since these may be made to Any subway or 
elevated cashier or to any conductor of the company, 
the acme of convenience is accorded to the stockholders. 
In case any individual decides that he cannot go on with 
his payments, all money paid up to that time will be 
returned and the stock resold to another person. A 
receipt is given for each payment and when the full 
amount has been paid in the stock certificate becomes 
the property of the subscriber. 

This stock is callable at $55 a share. Money derived 
from the sale of the present issue will be used toward: 

Making ordinary extensions and improvements to the 
transit system. 

Building track extensions to serve the Sesqui-Centennial 


Exposition and to encourage the building of homes in South 
Philadelphia. 


A List of Typical P.R.T. Stockholders 


Nickel Plater 
Carpet Cleaner 
Caterer 
Hairdresser 
Errand Boy 
Ad Writer 
Auctioneer 
Auto Body 
Maker 
Motion-Picture 
Operator 
Veterinarian 
Cream Dipper 
Dressmaker 
Stonemason 
House Painter 
Embalmer 
Policeman 
Chiropodist 
Steeplejack 
Lace Weaver 
Detective 
Bootblack 


Manicurist 
Bench Hand 
Landscape 
Gardener 
Chauffeur 
Janitor 
Telegrapher 
Window Cleaner 
Floor Layer 
Artists’ Model 
Piano Tuner 
Umbrella 
Worker 
Street Cleaner 
Stenographer 
' Soapmaker 
Dairy Hand 
Soda Dispenser 
Farmer 
Penmaker 
Barber 
Clerk 
Chemist 


’ Nurse 
Writer 
Plasterer 
Florist 
Pipe Organist 
Office Boy 
Minister 
Housewife 
School Teacher 
Millwright 
Locomotive 
Engineer 
Haberdasher 
Butler 
Golf Professional 
Photographer 
Truck Driver | 
Wigmaker 
Mailman 
Iceman 
Soldier 
Confectioner 
Tree Surgeon , 


Building and improving motor~bus garages, carhouses 
and power stations. 

Purchasing and rehabilitating the Frankford, Tacony & 
Holmesburg Railway. 

Retiring senior securities and replacing in P. R. T. treas- 
ury money temporarily taken from P. R. T. reserves for 
improvements and extensions. 


Employees of P. R. T. were encouraged not only to 
further the sale of stock among patrons of the com- 
pany but to invest in the securities themselves. All 
such stock subscriptions are paid for by deduction from 
pay envelopes. This gives P. R. T. employees two types 
of saving, the savings fund and the wage fund. 

In February, 1925, the first large block of P. R. T. 
7 per cent preferred stock was placed on the market; 
60,000 shares was the size of the issue and 14,000 car 
riders oversubscribed this issue in six days. This was 
no mean record in itself, but the record of the second 
issue has completely overshadowed it. The remaining 
block of 100,000 shares is being held in reserve and 
may later be placed on the market to finance the pur- 
chase of the taxicabs by P. R. T. 


Insurance Plan Popular with 
Chicago Employees 


NEW feature for the benefit of employees of the 

Chicago Rapid Transit Company and their depend- 
ents in the form of group insurance was introduced by 
the company at the beginning of 1925. Through an 
arrangement with the Metropolitan Life Insurance Com- 
pany, policies for $1,000 life insurance and an additional 
$1,000 in case of death through accident and also car- 
rying a permanent disability benefit were provided. 
This was so attractive to employees that at the end of 
1925 the company extended the plan so as to permit 
the insured employees to double their insurance pro- 
tection, each now being insured for $2,000 ordinary 
life insurance and for $2,000 additional in case of ac- 
cidental death. The cost is paid partly by the company, 
and 5,506, or 95 per cent of the total of employees, are 
protected by this plan. The total face amount of the 
group life insurance policy covering the employees in 
the service of the company is now $9,468,000, this being 
doubled as respects deaths from accident. 
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From Receivership to Prosperity in 


Three Years 


THIRD ARTICLE 


New Cars Attract Traffic to the Chicago, Aurora & Elgin Railroad in Competi- 
tion with High-Class Steam Road Service—Careful Studies Made to Determine 
Most Comfortable Type of Seat and Mest Convenient Step Arrangement—Shop 
Facilities Have Been Increased—Purchase of More New Rolling Stock Planned 


In Exterior Appear- 
ance the New Cars of the ; 
Chicago, Aurora & Elgin Follow 
Standard Steam Railroad Practice 


EALIZING that the successful merchandising of 
transportation can only be accomplished with at- 
tractive, comfortable cars, twenty all-steel, 51-ton, 

58-passenger cars were purchased from the Pullman 
Company by the Chicago, Aurora & Elgin Railroad as 
part of its rehabilitation program. To attract traffic in 
competition with the high-class service offered by the 
steam carriers the management believed it necessary 
to have not only a smooth roadbed protected with 
block signals and a power supply sufficient to move 
trains at high speed, but a type of car which 
was equal to the equipment operated by the steam car- 
riers. The cars which were on hand at the time the 
new company was organized were comparatively modern 
in appearance, and after a thorough rehabilitation could 
be made suitable for rush-hour and local service. It 
was therefore decided that the new equipment should 
be designed for high-speed, long-distance through service, 
serving the terminal cities of Aurora, Elgin, Batavia, 
Geneva and St. Charles in the Fox River Valley, and the 
towns of Wheaton, Glen Ellyn and Lombard in the 
suburban belt. 


In view of the fact that a one-way trip of these trains 
consumed at least one hour, the matter of the comfort 
of the passengers was considered to be of prime im=- 
portance. The designing of the new cars began with 
the development of a thoroughly comfortable seat. Va- 
rious manufacturers of seats were requested to furnish 
samples, which were installed in the older cars for study 
and criticism. These seats all had good points but none 
was thought to be entirely satisfactory. 

Believing that automobile manufacturers had made 
great progress in working out the problem of a com- 
fortable seat, Dr. Thomas Conway, Jr., president of the 
company, resolved to apply the principles and tests used 
by a committee of the American Society of Automotive 
Engineers, which had made a most extensive study of 
seat designs for high-class automobiles. A detailed 
drawing was made showing: 

1. The then standard car seat in use on the property. 

2. A sample seat recommended by Hale & Kilburn: 

8. The recommendations of the special committee of 
the American Society of Automotive Engineers. 

Study of these drawings disclosed radical differences 
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between the prevailing practice of automobile manufac- 
turers and that of the car builders. For instance, the 
height of the cushion of the car seats ranged from 
18 in. to 19 in. above the floor, while the height recom- 
mended by the automotive committee was 14 in. The 
distance from the front of the seat cushion to the foot 
rest in the case of the car seats ranged from 21% in. 
to 224 in.; the leading automobile manufacturers were 
using a range from 17 in. to 21 in.; the special com- 
mittee of automotive engineers recommended 18 in. 
as the proper distance. 

A radical difference in practice was also clearly 
brought out as regards the relation of the angle of the 
seat to the back. The distinguishing characteristic of 
the automobile seat is the strict adherence to the rule 
that the plane of the back and the plane of the seat 
should be at right angles to each other. The practice 
in building car seats had theretofore been to make the 
angle of the back to the cushion greater than a right 
angle. Working on the theory that the seats of a high- 
class automobile were considerably more comfortable 


The Car Interior Is Divided into a Main and a Smoking 
Compartment by a Glass Partition. Note the 
Characteristic Pullman Appearance 


than those of the average railway passenger coach, a spe- 
cial committee, headed by W. L. Butler, assistant to the 
president, began a series of experiments for the pur- 
pose of determining what change should be made in 
the car seats for the purpose of making them as com- 
fortable to the average rider as the high-class auto- 
mobile seat. In order to assist him in this endeavor, a 
jury, composed of an equal number of men and women, 
of all sizes, widths and ages, was selected from among 
the officers and employees and their families. They 
entered with great interest into the study of the prob- 
lem before them, and by making changes and adapta- 
tions in the car seats, the following facts were con- 
clusively demonstrated, as shown by the reports of the 
jury: 

1. That the height of the cushion of the existing 
car seats from the floor was too high for the comfort 
of the average woman passenger. They had been de- 
signed by men along lines which were most comfortable 
for men. The average woman could not keep her feet on 
the floor and, therefore, was more subject to the oscil- 
lations of the car than the average man. 

2. That the chief reason why the average passenger 
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Seat Design Finally 
Adopted by Chitago, 
Aurora & Elgin Railroad 
—the Head Roll Was In- 
corporated in the Design 
Following a Poll Taken 
Among Passengers 
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coach seat is less comfortable than an automobile seat 
was the pitch of the seat itself; the backward slope of 
the cushion of an automobile seat is much greater than 
a railway coach seat. When a railway coach seat was 
given the same pitch, a marked improvement was re- 
ported by every member of the jury. 

3. When changes were made to bring about a right- 
angle correlation between the center line at the back 
and the bearing surface of the cushion it was the unan- 
imous opinion of the jury that the comfort of the rail- 
way seat was much improved. 

After a series of experiments in the company’s shops, 
it was demonstrated that from the standpoint of all 
classes of passengers the most satisfactory seat was one 
having a height of 174 in. from the floor to the top of 
the cushion; a width of cushion of 183 in.; arm rests 
6% in. above the cushion, and a backward slope of the 
cushion 9 deg. fromthe horizontal with the back cushion 
at right angles to the plane of the seat cushion. By 
questionnaires distributed among the passengers it was 
demonstrated that there was an overwhelming pref-. 
erence for a head roll on the seats. 
were incorporated in the design. 

This type of seat has proved to be tremendously 
popular with the traveling public and most flattering 
comments have been received with respect to it. In 
fact, the company has been somewhat embarrassed by 
the criticisms which were received from through pas- 
sengers whenever service conditions required the opera- 
tion of cars having the older type of seats, which long- 
distance passengers say are far less comfortable. 


STEP ARRANGEMENT INVESTIGATED 


Another matter concerning which an interesting study 
was made was the design of car steps. Aurora-Elgin 
coaches adhere to the same standards as those of the 
steam railroads; that is to say, flush platforms are used, 
center sills running continuously from bumper to 
bumper. Platform heights are governed by the elevated 
platforms in Chicago. A variety of conditions are 
encountered; at some points passengers board from the 


Accordingly these © 
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street level, at others from station platforms the surface 
of which is above the level of the rail, while at other 
points passengers board from elevated platforms, the 
level of which is practically identical with the level of 
the car platforms. Third rail clearances and the neces- 
sity of clearing vehicles while operating in the streets 
also had to be considered. The same jury was used in 
studying this problem. It was agreed by all members 
of the jury that the then standard car step was not 
entirely satisfactory, particularly to women and people 
of advanced age. ; 

For the purpose of assisting in the study of this 
problem, a long platform was built at standard height 
and various types of steps used upon this and other 
properties operating under generally similar conditions 
were experimented with. The technical committee, 
headed by Mr. Butler, also constructed various modifica- 
tions of these steps and installed them side by side with 
those used elsewhere for the purpose of affording a 
comparison. It was discovered that the real test of 
a step is encountered when a passenger is carrying a 
bundle or, more particularly, a child. Thereafter all 
tests were made with members of the jury carrying sand 
bags or other similar bundles. The defects of the 
various types of steps immediately became clearly ap- 
parent. 

All published literature concerning the problem of 
step design and construction was combed for sugges- 
tions and principles and the results thereof applied in 
so far as possible. With this as a basis and by the 
process of cut and try the most satisfactory type of 
step, from the standpoint of every type of passenger, 
was evolved and specifications thereof worked out and 
embodied in the new cars. It was found in practice 
that these steps were most favorably commented upon 
-by passengers, because of ease of boarding and alight- 
ing, and the greater sense of security the passenger 
enjoyed in using them as compared with the older type 
of steps. It has also been found that when loading from 
the street or ground platforms the speed of loading 

_ is materially increased with the new type of step. 


CAR BODIES OF HEAVY STEEL CONSTRUCTION 


After working out these fundamental problems a 
body design embodying safety and comfort of the pas- 
senger, long service life, easy riding qualities—par- 
ticularly at very high speeds—and low maintenance 
costs was evolved step by step. The car body, of steel 
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construction throughout with the exception of floors, 
window sash and doors, is carried on a heavy steel 
channel sub-frame which is mounted on Commonwealth 
Steel Company’s solid frame trucks. These trucks are 
of heavy construction and are provided with special 
elliptic springs and double equalizer bar suspension. 
Both trucks are equipped with two G.E. 254, 140-hp. 
motors, inside hung, and 387-in. diameter rolled-steel 
wheels. The motors are of the interpole ventilated type 
with tapped fields and are geared 2.16 to 1, giving the 
car a free running speed of 72 m.p.h. As the power 
conductor is a third rail upon which operates a shoe 
held to it by gravity, each truck is equipped with two 
air-operated sleet scrapers to combat sleet difficulties. 
One is mounted on the insulator bar on each side .of 
the truck and is controlled manually from the motor- 
man’s cab. 

Inasmuch as this equipment must operate over the 
tracks of the Chicago Rapid Transit Company from 
Laramie Avenue to Wells Street Terminal it was neces- 
sary to construct the cars within certain limitations. 


Convenient Lavatory Facilities Are Provided in the New Cars 


The width was restricted to 8 ft. 10 in., the distance 
between truck centers limited to 34 ft. 3 in., and the 
overhang at the ends of the car had to be reduced to a 
minimum. These restrictions were necessary in order 
that the cars might pass the elevated platforms. The 
ear is also mounted so that it will operate on 90-ft. 
radius curves, which are found on the elevated struc- 
ture. : 

The exterior of the car is painted in a brilliant red 
which is striped and decorated in gold leaf, with the 
name of the company in gold letters on the wide letter- 
board above the single sash windows. The car has a 
monitor type roof, similar to standard steam railroad 
ear practice. As the car is designed for double-end 
operation, steps have been provided on both sides of 
each end. The step wells are covered by means of a 
steel trapdoor, with the vestibule closing door shut 
against the trap. 

Two trolley poles are mounted on the roof, in order 
that the car may be operated over the tracks in the 
cities which require overhead trolley systems. The mo- 
torman’s apparatus is located on the inside of the dash 
on the right-hand side of the car. On the outside of 
the dash on the right-hand side is located a Hunter 
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destination sign. The win- 
dows in the end of the car 
have been made especially 
long, somewhat accentuat- 
ing the height of the car 
body. The bumpers are of 
steel construction and are 
provided with anti-climbers. 
Tomlinson automatic car 
and air couplers were in- 
stalled with provision for 
coupling the supply and 
train air lines. Standard 
air hose has been provided 
at each end of the car for 
use in case the coupler be- 
comes inoperative, or when 
coupling with some of the 
older equipment not pro- 
vided with Tomlinson cou- 
plers. An adapter link is 
provided for coupling be- 
tween the two types of 
couplers. 

A pleasing interior ap- 
pearance is obtained with 
the red mahogany finish and ie cream enameled ceiling. 
Black leather upholstered seats, a white maple floor and 
plate glass partitions between the two sections of the 
car add to its attractiveness. Above the single sash 
windows is a wide panel upon which are mounted parcel 
racks. A row of dome lights is mounted down the cen- 
ter of the ceiling. 

The car body is divided into a smoking and main 
compartment by a steel partition, the upper half of 
which. is glazed with beveled plate glass. A swinging 
door with an air door check closes the passageway 
between the two compartments. Seats for 45 passengers 
have been provided in the main compartment, while 
thirteen may be accommodated in the smoking compart- 
ment. On one side of the aisle at the rear end of the 
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car body is a toilet room 
which is furnished with a 

flush type toilet, a corner 

style washbowl, a plate glass. 
mirror and electric heaters, 

A 50-gal. water supply tank 

is carried overhead in order 

to furnish the water for: 
the bowl and lavatory. The 

length of the room is 6 ft. 4 

in., the width 2 ft. 4 in, 
and the height 6 ft. 4 in. 

All car windows are glazed 
with heavy plate glass, 
while the sash is arranged 
to raise, being provided with 
O. M. Edwards type of lock 
and catch. The side win- 
dows are covered with 
Pantasote curtains with fix- 
tures furnished by the Na- 
tional Lock Washer Com- 
pany. In the smoking com- 
partment a clothes locker 
was furnished for the use of 
the trainmen. This has a 
width of 30 in., a depth of 93 in., and a height of 
6 ft. 10 in. 

Electric heating. has been provided by means of a 
Consolidated thermostatically controlled electric heater 
mounted under each seat. The interior illumination is 
effected by means of eighteen lamps. Hight 100-watt 
dome lamps are in series with a selector switch and 
pilot lamp located on one of the platforms. In addition 
to these eight heavy-wattage lamps, ten lamps are 
mounted in brackets provided with frosted shades lo- 
cated along the sides of the car body in order to light 
the corners. These small lamps are of 36-watt capacity 
and have no compensating feature. 

As the cars are designed for train operation, pro- 
vision was made for connecting the control circuits be- 
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tween cars by means of a train-line conductor jumper. 
The receptacle for this jumper is located underneath 
the bumper. In addition to this electrical connection, 
a bus line has been provided for the main current cir- 
cuit in order that the crossing and highway gaps in the 
third rail will not cause an interruption in the lighting 
and operation of the train. This bus line is held in 
receptacles mounted above the car-to-car vestibule door. 
In addition to this overhead connection, a buzzer circuit 
jumper is also mounted above the car-to-car vestibule 
door. The signal to the motorman is given from any 
car of the train by a buzzer which is actuated by means 
of the customary bell cord. 


ADDITIONAL SHOP FACILITIES PROVIDED 


To handle the new rolling stock an addition was made 
to the main shop building at Wheaton to accommodate 
eight cars. A new paint shop measuring 60 ft. x 80 ft. 
has three tracks each capable of receiving one car. 
A carpenter shop measuring 60 ft. x 140 ft. accom- 
modates four cars over shallow inspection pits. A wash 
‘track adjacent to the carpenter shop is inclosed by a 
building 20 ft. x 65 ft., capable of receiving one car. 
These new buildings are of one-story brick construction, 
built adjacent to the old shops, with one wall common 
to both the old shop and the addition. The outer side 
wall of the addition is of brick pilaster construction 
with fully 60 per cent of the wall area of glass mounted 
in steel sash. Swinging doors at the ends inclose the 
track openings in cold or inclement weather. A cement 
floor is laid throughout the additions, while the wood 
planked and beamed ceiling is supported on steel col- 
umns. Sliding fireproof doors close the openings be- 
tween the various sections of the addition and the 
passageway between the new addition and the old 
building. 

Plans are in formation for the purchase of a new 
type of equipment. designed for local service. The tre- 
mendous growth in the suburban district east of 
Wheaton now requires the purchase of additional equip- 
ment for use in this service. Conditions under which 
this local equipment must operate are severe. In order 
to furnish rapid service to points as far west as 
Wheaton and to meet the competition of the North- 
western Railroad, it is necessary to make a schedule 
providing for running time of less than one hour be- 
‘tween Wells Street Terminal, Chicago, and Wheaton— 
‘a distance of 25 miles. In doing this stops averaging 
one every two-thirds of a mile must be made. This 
requires a free running speed of from 55 to 60 m.p.h. 
and very rapid acceleration and deceleration. It is be- 
lieved that a car which will seat 56 passengers and 
meet these conditions can be constructed which will 
weigh not to exceed 75,000 Ib., including electric 
multiple-unit control apparatus and all other mechani- 
cal and electric accessories. 


Property Expansion in St. Louis 


LLANS have been made for a six-story building with 

arcade features to cost $500,000 at the western ter- 
~minal of the Wellston division of the United Railways, 
Hodiamont and Eastern Avenues, St. Louis, Mo. The 
railway had sold the east half of the block to N. Pelli- 
_ green, president of the Pelligreen Construction & In- 
-vestment Company, 816 Pine Street, who will build the 
“new structure as soon as existing leases expire. Under 
-the arrangement with Mr. Pelligreen the station for the 


"Wellston, St. Charles and Kirkwood-Ferguson Street car made later. 
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lines will remain at the western end of the block. This 
station will be enlarged when reorganization of the 
street car company is perfected. Through the agree- 
ment Mr. Pelligreen will convey to the car company a 
front of 25 ft. on Hodiamont, 119 ft. on Theodosia and 
120 ft. along the right-of-way of the Kirkwood-Fer- 
guson line to provide a loop for the Wellston cars. 


Pittsburgh’s Request for Suggestions 
Receives Hearty Response 


URING the week of Jan. 27, 1926, the Pittsburgh 

Railways placed 50,000 copies of a suggestion blank 
in the containers that usually supply copies of the 
Transit Guest. Each blank bore the simple introduc- 
tion “Pittsburgh Railways Company, Commercial 
Department. Gentlemen: I desire to submit the fol- 
lowing suggestion. . . .” After a blank space, a 
second statement read: “The adoption of this sugges 
tion will result in the following advantages. A 
Space was also left for the name and address of ihe 
customer making the suggestion. Envelopes were also 
provided by the company. 

When the customer had completed his suggestion, 
he placed it in the envelope and turned it in to one of 
the conductors or motormen. So great was the demand 
for these suggestion forms that the supply was 
exhausted during the third day. Most of the passen- 
gers took the forms home and worked up the sugges- 
tions there. 

More than. 3,000 replies containing written signed 
suggestions were received in five days and have been 
coming in at the rate of 50 per day since then. Dis- 
regarding a portion of about 10 per cent of the replies, 
which were flippant and semi-humorous comment, the 
remainder divides into a large variety of suggestions 
Among sug- 
gestions made on the subject of fares were proposals 
for a school children’s weekly pass; for an extension 
of the adult weekly pass to outer zones, and requests 
for additional transfer privileges. Other suggestions 
were for a $1.25 instead of a $1.50 weekly pass and a 
10-cent cash fare, omitting the 84-cent token. Very 
few patrons made any reference to nickel fares. There 
are already in use a number of short-haul 5-cent routes. 

Despite the obvious impossibility of providing express 
service under the short headway conditions on most of 
the lines, numerous suggestions were made to run the 
second or third cars in the schedule as express cars. 
The subject of loading and unloading places in down- 
town districts- also led to many suggestions. Other 
proposals included extensions of routes, installation of 
clocks, signs inside the cars to indicate the name and 
course of the route, local schedule cards for passen- 
gers, totally opposite ideas of heating and ventilation, 


objections to spitting by fellow passengers, widely dif- 


ferent views of stop spacing, bunching of cars, more 
shelters, token vending machines, etc. 

All suggestions are being classified and will be faith- 
fully considered in due course. Every answer is being 
acknowledged in a form letter, signed by W. H. Boyce, 
commercial manager, reading as follows: 


Dear Patrons: Your suggestion has been received, and 
we thank you for the interest you have shown in oun 
problems, 

Due to the very great number of suggestions that have 


‘come in and the necessity of making investigations, a 


detailed answer cannot be made at this time, but will be 
Very truly yours, W. H. Boyce. 
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Will Interstate Loop Plan 


Improve Commuter Transportation? 


Relief for North Jersey Is Urgently Needed as Present Facilities 
Are Near the Saturation Point — Plan Proposed by the North 
Jersey Transit Commission Is Analyzed and Objections to Certain 
Features Are Outlined—Some Possible Modifications Are Suggested 


By John A. Miller, Jr. 


Associate Editor ELecrric RAILWAY JOURNAL 


ing New Jersey commuters to and from New 

York City has been growing steadily and existing 
facilities have now nearly reached the saturation point. 
As the traffic problems of the various steam railroads 
that handle this business are radically different, the 
development of any plan to relieve the present conges- 
tion is a complex problem. A possible solution has 
been suggested by the North Jersey Transit Commis- 
sion in a recent report to the State Legislature, an 
abstract of which was published in this paper Feb. 6. 
From the point of view of providing the most satis- 
factory transportation at the least cost, however, the 
plan appears to be possible of improvement in certain 
respects. 

Congestion exists on the various railroads for dif- 
ferent reasons. In the case of the Erie Railroad, which 
carries the largest number of commuters of any steam 
railroad in this territory, the limiting factor is the 
twelve-track terminal at Jersey City. During the 
maximum half hour, 23 inbound trains must be handled 
on these twelve tracks, eleven of which are stub-end 
and one of the pull-through type. At Croxton, about 
2 miles west of the waterfront terminal, the eight 
routes of the Erie begin to diverge. Beyond that point 
the track capacity is ample for present traffic and could 
in fact accommodate a considerably greater density 
than now exists. The problem of the Erie, therefore, 
is the enlargement of its terminal facilities. However, 
space is not available along the waterfront for this 
purpose. 

In the case of the Lackawanna Railroad, which oper- 
ates sixteen inbound trains during the maximum half 
hour, the limiting factor is a four-track tunnel under 
Bergen Hill. This tunnel is approximately 1 mile in 
length. Because the smoke of steam operation makes 
visibility poor no train is allowed to enter the tunnel 
until the leading train has cleared the opposite end. 
Consequently a headway between three and four min- 
utes is the minimum which can be operated on one 
track. At its waterfront terminal the Lackawanna has 
seventeen tracks which provide ample capacity for the 
needs of the present and the immediate future. A sub- 
stantial increase in service could be provided if it were 
possible to operate trains on a shorter headway in the 
tunnel. Some congestion, however, exists on the main 
line of this railroad as far west as Roseville Avenue, 
where the Montclair Branch diverges. 

The problem of the Central Railroad of New Jersey 
is primarily that of getting its passengers across the 
Hudson River to New York City, ferries being the only 


| NOR some years past traffic on the rail lines carry- 


Present Commuter Lines and Proposed Loop 


Distribution of North Jersey commuters in Manhattan by means 
of the proposed interstate loop is complicated by the diversity 


of routes on the Jersey side. Altogether there are seventeen 
routes, not counting the Newark branch of the Hudson & Man- 
hattan Railroad. These are: 

1—West Shore Railroad. 

2—Northern Railroad of New Jersey (Erie). 

3—New York, Susquehanna & Western Railroad (Erie). 

4—Erie Railroad—Main line. 

5—New Jersey & New York Railroad (Erie). 

6—KErie Railroad—Greenwood Lake Branch, 

7—KErie Railroad—Caldwell Branch. , 

8—Drie Railroad—Orange Branch. 

9—Hrie Railroad—Newark Branch. 

10—Lackawanna Railroad—Boonton Branch. 

11—Lackawanna Railroad—Main Line 

12—Lackawanna Railroad—Montclair Branch. 

13—Central Railroad of New Jersey—Newark Branch. 

14—Central Railroad of New Jersey—Main Line. 

15—Central Railroad of New Jersey—Seashore Branch. 

16—Pennsylvania Railroad. 

17—Lehigh Valley Railroad. 


means now available. The locations of its Communipaw 
terminal and approaches are such that increased track 
facilities can be provided without great difficulty when- 
ever needed. Similarly, the problem of the West Shore 
Railroad is largely one of getting its passengers across 
the river. The site of this railroad terminal in Wee- 
hawken is so far north of the business center of New 
York City that a long ferry ride is involved for a large 
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part of its commuters. The trackage of the terminal 
itself and its approaches are not now overcrowded. 

In the cases of the Pennsylvania Railroad and the 
Newark branch of the Hudson & Manhattan Railroad, 
through service to New York by tunnels under the 
Hudson River is now provided. Extensive improve- 
ments have already been planned by these roads to 
facilitate thé handling of their traffic between Newark 
and New York. With the completion of this project 
the Pennsylvania and the Newark Branch of the H. 
& M. probably will be able to handle their commuter 
traffic comfortably for some years to come, especially 
if proposed new facilities relieve the H. & M. local lines 
to some extent. 

As the first step of an elaborate plan to relieve con- 
gestion the North Jersey commission recommends the 
building of a two-track interstate loop line having con- 
nections with all the commuter railroads. The route 
would be about 17 miles long, running north and south 
in New Jersey between Bergen Hill and the Hackensack 
River, with tunnels under the Hudson River to the Bat- 
tery and to 57th Street, New York City. A low-level 
subway, probably under Lexington Avenue, would com- 
plete the loop. Passengers would transfer to and from 
the railroad trains at the intersections of these roads 
and the loop line. Cost of construction and equipment 
for this interstate loop, not including power facilities, 
is estimated at $194,000,000. 

Statistics of present traffic, however, show that the 
volume is greater than could be handled on a two-track 
loop. During the maximum half hour 64 trains arrive 
at the waterfront terminals on the New Jersey side. 
These trains bring somewhat more than 42,000 passen- 
gers bound for New York City. Distribution of trains 
and passengers among the various railroads is shown 
in the following table: 


ARRIVALS AT HUDSON RIVER TERMINALS DURING 
MAXIMUM HALF HOUR 


Railroad Trains Passengers 
ON an te NA ee x) i5'a, 0 sah gimun S) polis aussie: « 20s 23 17,924 
MEMES ME EOTCE Re ee ytts ein aia a ws eels alee aldo cae eae 16 11,459 
CentralbOr New Jersey nc eel. occas cates ade es 17 6,902 
so eS Seer 3 3,586 
Pennsylyania Gersey City) a5 ui. ek oe ere wee ce ke 5 2,500 

UN SES 5 Dhak See Ei Se eta ee ee aoe eee 64 42,371 


Commuter traffic is increasing at a rate of about 5 
per cent per year. Before the construction of the inter- 
state loop could be completed the number of passengers 
arriving during the maximum half hour would prob- 
ably have increased to about 50,000. From these calcu- 
lations trains operated over the electrified division of 
the Pennsylvania Railroad into its 32d Street Station, 
' New York City, and on the Newark branch of the Hud- 
son & Manhattan Railroad have been omitted for the 
reasons given in a preceding paragraph. 

Service on the interstate loop line during the maxi- 
mum half hour, according to the report, would consist 
of 36 trains of eleven cars each, or 396 cars altogether. 
Of this number of trains one-half would move in each 
direction, or eighteen to the Battery and eighteen to 
57th Street. The report of the commission assumes 
that the passengers on the incoming railroad trains 
would divide equally between the northbound and the 
southbound loop trains and that with an average load 
of 100 passengers per car a total load of 39,600 pas- 
sengers could be carried on 36 trains. At that rate the 
carrying capacity of the interstate loop line would be 
less than the present traffic. 


Operation of eighteen trains per track during the 
maximum half hour is equivalent to an average head- 
way of 100 seconds. This is the shortest headway which 
it has been found feasible to operate with ten-car trains 
on the lines of the Interborough Rapid Transit Com- 
pany in New York City. The Hudson & Manhattan 
Railroad with shorter trains operates a 90-second head- 
way during the rush hour and believes that this is the 
shortest headway which can be operated with safety 
on one track. From this it appears that the estimate of 
the commission represents very nearly the maximum 
service which can be rendered by the proposed inter- 
state loop line. 

Existing means of transportation between the water- 
front terminals and Manhattan would have to be 
retained to care for the excess over the capacity of 
the loop line. That would mean that the terminals 
themselves would have to be retained and to a great 
extent the railroad operation would continue to be 
throttled by the same bottle necks which limit it today. 
While it might be theoretically possible for some of the 
trains to end their trips at the transfer stations on 
the Hackensack Meadows, such curtailment of service 
would be a serious inconvenience to passengers desiring 
to reach the waterfront terminals to take the ferries 
and Hudson & Manhattan tubes. 

That large numbers of commuters would prefer the 
present ferry and tube service to that offered by the 
proposed loop line seems probable. On account of 
the high cost of construction the report states that a 
15-cent fare will be required on the interstate loop 
unless interest and sinking fund charges can be elimi- 
nated. Moreover, the routing is somewhat circuitous 
and would not deliver all of the passengers conveniently 
near their destinations. 

Investigation by the commission showed that the ulti- 
mate destinations of the inbound railroad passengers 
were widely distributed. Expressed in per cent of the 
total number of passengers, the destinations may be 
classified approximately as follows: 


East of West of 

District Broadway Broadway 
Below Chambers Street................00025 — _— 
Between Chambers and Fourteenth Streets... . 7 
Between Fourteenth and 33d Streets.......... 7 
Between 33d and 42d Streets..............2. 6 
Between 42d and 59th Streets................ 5 
INorth.of 50th Streets. 2.5 tenure sterenuses ee ates 2 
IBLOOKT YI att tc Sh ced Clee ete ee ee — _— 
@ileens 5 5 sree Ree ees. pasion ae eae oe — — 


Total 


—— ee 
CONUDO 


lore 


4 
io} 

rae 
5 
S 
i) 


This classification is based on the findings of the 


commission that traffic is fairly evenly divided between 


passengers destined to points east of Broadway and 
those to points west. It is believed that the propor- 
tion is approximately constant for the different dis- 
tricts. 

Assuming that the loop line will be convenient for all 
passengers below Chambers Street and for those on the 
east side of town above that street, about 66 per cent 
of all inbound railroad passengers would be brought 
to points within ten minutes walk of their ultimate 
destinations. If the other 34 per cent of the commuters 
used the loop line they would be compelled to transfer 
to some other transportation agency in New York. 
Moreover, the proposed route would involve a detour 
of several miles for a substantial proportion of the 
commuters. For example, a passenger on the Lacka- 
wanna Railroad wishing to reach the 34th Street 
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district in Manhattan would be obliged to go north-from 
Hoboken to the 57th Street tunnel and down again on 
the New York side or to go south as far as the Battery 
and up again to 34th Street. A similar situation would 
exist with regard to the Erie commuters desiring to 
reach the mid-town business district of Manhattan. 

Use of the present west side subway in New York 
is suggested by the commission as a means of reaching 
sections somewhat remote from the route of the inter- 
state loop, transfer from the loop to the subway being 
made at 57th Street and Broadway. A serious objection 
to this arrangement is that the section between 96th and 
42d Streets is the maximum load area on the north- 
and-south rapid transit lines. Passengers from the 
interstate loop line would be compelled to board south- 
bound subway trains in the area where the maximum 
load was being carried in order to reach destinations 
below 57th Street. They would, therefore, add to the 
existing congestion at its very worst point. 

The existing suburban steam railway lines in New 
Jersey separate into seventeen distinct branches, 
requiring individual train service. On account of the 
length of these lines each of the seventeen at present has 
from two to three and sometimes four classes of trains 
—local, express and semi-express, or trains running ex- 
press on the outer end of the line and local nearer the 
city, and vice versa. Assuming that the train service of 
each of the seventeen lines be of two classes, express 
and local, then at least 34 different kinds of trains must 
be run around the loop, in two directions, in order to 
give service to each one of the outlying stations on all 
of the different lines from the stations on the loop to 
Manhattan Island. Something like twenty minutes 
will intervene in the service under the heaviest rush- 
hour conditions to any of the outlying local stations. 

In order that such a loop system be at all convenient, 
it must run at reasonably frequent intervals in both 
directions from the Meadows Transfer throughout the 
day for the purpose of carrying these suburban passen- 
gers to destinations on Manhattan Island. If the service 
is not frequent it will be unattractive. From the sub- 
urban time-tables of the New Jersey railroads, however, 
it will be seen that frequent service is provided during 
short rush-hour periods night and morning, while only 
a scattered service, sometimes at one-hour or two-hour 
intervals, is given during the rest of the day. Moreover, 
the habits of the people living in these suburban com- 
munities are so similar that transportation service is 
required on nearly all the lines at approximately the 
same hours. This would inevitably result in very uneven 
loading of the loop trains during the middle of the day. 
It would not be possible to render the loop service by 
short trains, as is usually done in the off peak, because 
capacity would have to be available to accommodate 
entire steam railroad trainloads. In the intervals be- 
tween trains the traffic would be almost nothing. Addi- 
tional to the objection of the lack of capacity of this two- 
track loop for rush hours, therefore, is its uneconomical 
frequent operation throughout the rest of the day. 

Several of the difficulties which would be involved 
in the operations of such a loop, circuitous routing, a 
high fare, etc., apparently arise from a desire to fur- 
nish two different kinds of transportation service by a 
single agency. The problem of the North Jersey com- 
muter has two distinct sides. These involve, first, the 
transportation of residents of suburban communities 
to Manhattan Island, and, second, their distribution 
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after arrival. While it would no doubt be a convenient 
arrangement to make the trip from one’s home to one’s 
place of business in a single vehicle, the scattered char- 


‘acter of the residential districts in North Jersey and 


the diversity of locations of places of business in New 
York City render such a proceeding almost impossible. 

Distribution of passengers by the transportation 
agency which they use for the greater part of their 
journey is hardly feasible when the distribution must 
be along a line at right angles to the general direction 
of the railroad. A system for carrying North Jersey 
commuters to New York and distributing them there 
must necessarily have the general shape of the letter 
T. Experience shows that efficiency in operation of 
a route having this shape is almost impossible to attain. 
For practical transportation purposes it may be said 
that the resident of New Jersey who goes to business 
every day in New York City becomes a New Yorker 
after crossing the river. The problems connected with 
his movements about the city are the problems of trans- 
portation in New York and can hardly be undertaken 
by New Jersey railroads. 


POSSIBILITIES OF THE BATTERY LINE 


A preliminary project recommended in the report of 
the commission to be undertaken before the construc- 
tion of its interstate loop is the building of a rapid 
transit line from a Meadows transter station near 
Croxton through the Communipaw terminal of the 
Central Railroad of New Jersey and under the Hudson 
River to the Battery. The major problems of two or 
perhaps three of the railroads would be solved by such 
a plan. The Erie could move its terminal from the 
waterfront to Croxton and secure as much additional 
track capacity as might be desired. Tube connection 
between the Central Railroad terminal and New York 
City would be provided. The West Shore Railroad could 
easily extend its service south to Croxton and thus 
secure rapid transit connection to Manhattan. Passen- 
gers desiring to reach uptown points in Manhattan could 
use the New York rapid transit facilities, moving in 
a direction opposite to the rush. If desired, through 
operation probably could be arranged with the subway 
lines now terminating at the lower end of Manhattan 
Island, or with the proposed Westchester subway. 

Such an arrangement would be open to the same crit- 
icism on account of the circuitous routing necessary to 
reach uptown Manhattan, as is the loop plan. For that 
reason, the Battery line could hardly be considered a 
complete project in itself, but might better be under- 
taken in conjunction with a second rapid transit route 
to provide more direct service uptown. ‘This could be 
done by continuing the line eastward from Croxton 
through a second tunnel under the Hudson River and 
across to the east side of the island, intersecting all 
north and south rapid transit lines. Transfer could 
then be made either north or south at points where 
capacity was available. An alternative plan would be 
the extension of the Fourteenth Street subway of the 
B.-M.T. to Croxton. In either case there seems to be no 
good reason why the two arms of such a system should 
be connected in New York to form a loop. A substan- 
tial part of the estimated high cost of the proposed 
interstate line is accounted for by the low-level subway 
under Lexington Avenue, and this would be true, though 
to a less degree, with a smaller loop. Resulting advan- 
tages would hardly compensate for the large outlay. 

While it might be possible to arrange for service of 
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the Lackawanna Railroad to terminate at the proposed 
transfer station at Croxton, it may be doubted if this 
would be a satisfactory arrangement. The present 
waterfront terminal of this railroad is modern in design 
and ample in capacity to care for traffic for some time 
in the future. Ferries will probably be needed for 
many years to take care of vehicular traffic, which is 
growing more rapidly than can be accommodated by 
the tunnels and bridges now planned. A large volume 
of passenger traffic can be handled by this means at 
little additional expense. Ferries are popular with the 
commuters and extremely convenient for reaching many 
districts on the west side of Manhattan Island. More- 
over, the total elimination of ferry service would place 
an extremely heavy load on the rapid transit facilities 
and would necessitate a more expensive construction 
program than would be necessary if the ferries were 
continued. 

Increased service on the Lackawanna can best be 
secured, it would seem, either by taking the roof off 
the tunnel, which would permit a closer spacing of 
trains, or by electrification, which would eliminate smoke 
in the tunnel and thus permit its division into several 
- blocks. The latter plan would also do much to relieve 
congestion on the main line between Hoboken and Rose- 
ville Avenue. 

Suggestions have been made from time to time that 
the New Jersey railroads be electrified and extended 
under the Hudson River directly into New York City, 
as has been done in the case of the Pennsylvania. 
Although this would be convenient for the passengers, 
it would involve an enormous expenditure, and would 
tend to continue rather than eliminaté the bottle necks. 
Take the case of the Erie alone. To accommodate the 
23 inbound trains which now arrive at Jersey City 
during the maximum half hour would require a four- 
track tunnel under the Hudson or a storage yard in 
New York City large enough to absorb many of the 
trains before they are shunted back to the yards on the 
New Jersey side. To be really effective this plan would 
require also electrification of all the eight branches of 
the Erie, involving heavy additional expenditures. 


At best the traffic capacity of the railroads would: 


not be greatly increased by extending their lines to 
Manhattan, and future expansion would be limited by 
the capacity of the under-river tunnels. 

Consideration of these various factors leads to the 
conclusion that increased facilities for New Jersey com- 
muter traffic can best be had by the construction of a 
new rapid transit line, similar in plan to the Battery 
route proposed by the commission. Another line to 
reach midtown New York would also be needed, but 
- this should not be so far uptown as 57th Street, nor 
does it appear desirable that the two lines should be 
connected to form a loop. 


B.-M. T. Renews Lloyd’s Contract 


HE Brooklyn-Manhattan Rapid Transit Company 

has renewed a contract with Lloyd’s of London pro- 
viding indemnity for losses exceeding $50,000 resulting 
from a single accident casualty or wreck. The amount 
of the premium was not announced. Travis H. Whitney, 
vice-president, said that the policy covered physical 
damages that might result to railroad property besides 
damage: claims awarded in the courts. The contract 
was made a year ago. It is said the railway has never 
made any claims under the Lloyd’s contract. 
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Regenerative Braking Tried 
on Multiple-Unit Trains 


Machines Mounted on Trailer Axles Act as Boosters 
During Acceleration and Brakes During Retardation 
—Tests Being Made on Chicago Elevated Lines 


By L. M. ASPINWALL 


Railway Equipment Engineer Westinghouse Electric & 
Manufacturing Company 


HILE regenerative braking has been in use for 

some years on electric locomotives operating on 
long, heavy grades, tests have been made recently with 
a view to applying this principle to multiple-unit. op- 
eration. In such service the runs are generally com- 
paratively short and the schedule speeds high, with the 
result that braking is started at high speeds and a large 
proportion of the energy taken from the line is wasted 
in heat at the brake shoes. On this account the ap- 
plication of regenerative braking offers possibilities of 
thoroughly beneficial returns. 

Runs of 4 mile in length with braking started at a 
speed of 30 m.p.h. are not uncommon in this class of 
service. Under these conditions the energy wasted at 
the brake shoes is only slightly less than that portion 
of the energy taken from the line which is actually 
used to propel the car. Under such conditions it is 
quite evident that if a considerable portion of this 
wasted energy can be saved without undue complica- 
tion of the equipment the proposition is worthy of 
serious consideration. 


RAPID RETARDATION AND FREQUENT STOPS 
COMPLICATE THE PROBLEM 


Regenerative braking on electric locomotives is a 
comparatively simple matter, for in this case the usual 
problem is to maintain a constant speed down a long 
grade. With multiple-unit trains operating on a high 
schedule speed with frequent stops the problem becomes 
a much more difficult one. In this case it is necessary 
to be able to start braking instantly at widely varying 
speeds, to be able to maintain a practically constant rate 
of braking over a period during which the speed is rap- 
idly falling and, finally, to glide smoothly from regen- 
eration to air braking for the final stop. 

The Westinghouse Hlectric & Manufacturing Com- 
pany has devoted considerable study to this problem, 
and in 1923-24 extensive tests were made on a station- 
ary flywheel outfit with a system of regeneration which 
gave promise of being suitable for application to elec- 
tric car service. The system was particularly suitable 
for two-motor, double-truck cars of the type which are 
common in subway and elevated service. Briefly, the 
system was as follows: Two axle-driven machines 
mounted on the trailer axles supply exciting current for 
the fields of the main motors during the braking period 
and act as motors during the period of acceleration. 
On account of this motoring action during acceleration 
these machines are designated as “boosters.” The 
booster. armatures are connected in series with the main 
motors. during acceleration and their fields are sep- 
arately excited. 

The design and gearing of the axle machines are such 
that when motoring they add approximately 25 per cent 
to the tractive effort supplied by the main motors. This 
additional tractive effort is obtained principally from 
energy which usually is wasted in resistance, so that 
this is a gain aside from the regenerative feature. The 
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tractive effort added by the “boosters” makes it pos- 
sible to obtain the same accelerating rate with less 
energy from the line and lower duty on the main motors, 
thus making them more able to withstand the additional 
load of regenerative braking. If the motors are of 
ample capacity, this added tractive effort can be used 
to obtain a higher acceleration and a consequent in- 
crease in schedule, without any additional load on the 
motors or additional energy from the line. 

Another outstanding feature in the system is the 
use of a constant time element sequence switch for 
bringing in the correct switches during the braking 
period and for regulating the field strength of the 
“booster.”” The system also embodies means for regu- 
lating the regenerative currents, for balancing the gen- 
erated voltage against the line voltage and for cutting 
in and out the air brake so that it will act in proper 
conjunction with the regenerative system. 


CHICAGO RAPID TRANSIT CARS EQUIPPED 
FOR TEST 


The tests made on the flywheel outfit were so prom- 
ising that it was decided as a next step to try the sys- 
tem out in operation on several cars. Two standard 
Chicago Rapid Transit Company steel cars were 
equipped with regenerative apparatus so that further 
tests could be made under service conditions. One of 
these cars was operated last fall for some months on 
the test track of the Westinghouse company at East 
Pittsburgh. The results obtained during these tests 
were very gratifying and corresponded closely to the 
calculated figures. The regular equipment on the car 
consisted of two Westinghouse type 567-R-1 motors 
with a gear ratio of 17:60 and Westinghouse automatic 
electro-pneumatic control. The equipment added for 
regeneration comprised two “booster” motors, an air- 
operated sequence switch, four  electro-pneumatic 
switches, two engineer’s brake valve switches and sev- 
eral relays. The weight of the added equipment is ap- 
proximately 4,500 lb. and the total weight of car with 
the additional equipment is about 79,000 lb. The equip- 
ment on this car is so arranged that the master con- 


troller and engineer’s brake valve are handled in pre- ~ 


cisely the same manner as in the case of the ordinary 
non-regenerative equipment. When the master con- 
troller handle is thrown to the “full on” position the 
acceleration takes place in the usual manner, except that 
the “boosters” act as motors and assist the main 
motors to bring the car up to speed. When full parallel 
position is reached the “boosters” are automatically cut 
out of circuit. 

When the master controller handle is thrown to the 
“off” position the proper connections are automatically 
established so that the main motor fields are excited by 
the “boosters” to such a strength that a voltage equal 
to a little more than line voltage will be generated across 
the motor armatures. This generated voltage is auto- 
matically maintained within fixed limits as the car 
drifts to lower speeds, so that this “standby” position 
is maintained ready to start braking at any instant. 

When braking is desired the engineer’s brake valve 
handle is moved to “service” position and, the desired 
reduction in brake pipe pressure is made in the usual 
manner. The moving of the brake handle to “service” 
closes a pair of contacts in an attachment which is 
mounted on top of the engineer’s brake valve in place 
of the usual handle guard. This action closes the line 
switches and throws the motors onto the line. At the 


same moment that the line switches are closed the fields 
of the “boosters,’”’ which are exciting the main motors, 
are strengthened ‘by cutting out a certain amount of 
resistance and the sequence switch which governs these 
fields starts to revolve at a constant speed. 

The result of these operations is to start regenerative 
braking immediately when the handle is moved to 
“service” position. These take place before the air 
brake has had time to come into action. The current 
which is regenerated to the line closes a series relay 
and blocks off the connection between the brake cylinder 
and the triple valve so that no air passes to the cylinder 
in spite of the fact that a reduction has been made in 
the brake pipe pressure. The sequence switch as it 
revolves at constant speed gradually cuts out resistance 
in the “booster” fields and at the same time carries the 
motor connections through a bridging transition from 
the parallel to a series combination, with the result 
that the regenerative braking is maintained at a prac- 
tically constant rate down to a speed of approximately 
10 m.p.h. At a speed of approximately 12 m.p.h. the 
air brake is automatically cut in, and when the pressure 
in the brake cylinder has reached a given value the re- 
generative braking is cut out_automatically. The pres- 
sure attained in the brake cylinder at this time is gov- 
erned by the reduction which was made in the brake 
pipe pressure at the time that regenerative braking was 
started. 

During the tests on this car the transition from re- 
generative to air braking was made so smoothly that it 
was hard to detect when the change took place without 
watching the instruments which were in circuit. The 
final spotting of the car is taken care of in the usual 
way by manipulating the air brake. The connections 
on the car are such that if regenerative braking fails 
to act for any reason, the air brake comes into action 
in the regular way. The emergency or the engineer’s 
brake valve is left intact so that air braking is always 
obtained on this position. 


SUBSTANTIAL SAVINGS CAN BE MADE BY 
REGENERATIVE BRAKING 


The proportion of energy which can be returned to 
the line naturally varies with the length of run. Assum- 
ing a yearly mileage of 40,000, runs averaging 4 mile 
in length and power at 1.5 cents per kilowatt-hour, the 
value of the power returned per car would amount, in 
round numbers, to approximately $550 per annum. The 
indications are that a net reduction in energy consump- 
tion of approximately 25 per cent may be obtained by 
the adoption of regeneration in typical elevated railway 
service. 

Aside from the question of energy saved by the use 
of regenerative braking, the saving in brake shoe main- 
tenance and wheel wear are items of considerable im- 
portance. It seems reasonable to expect that the life of 
brake shoes on a multiple-unit train equipped with re- 
generative control would be increased four or five times. 
A reduction in brake shoe dust, which is an enemy to 
electrical equipment, should make a trend toward a re- 
duction in the general equipment maintenance. 

The first car which has received very elaborate 
laboratory tests and a second car equipped with identi- 
cal apparatus are being tested under service conditions 
in typical Chicago Elevated service. It is expected that 
some interesting data will be forthcoming shortly from 
these tests which will be of much value to operators of 
rapid transit lines. 


March 138, 1926 
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EDITOR’S NOTE 


Comments on the recent report of the North Jersey 
Transit Commission and the analysis of it published else- 
where in this issue were asked for from a number of engi- 
neers and transportation men who are keenly interested 
in it. Several replies are published below. This paper will 
be glad to receive and publish any other helpful comments 
on this important subject. 


All-Rail Delivery of Passengers in Manhattan 
ERIE RAILROAD 


; NEw YorK City, March 3, 1926. 
To the Editor: 

Referring to your request’ for comment from me 
concerning the proposed rapid transit plan for north 
Jersey, I may say that nothing more important con- 
fronts that state today than the problem of transporta- 
tion of the suburban population to New York City. If 
the state continues to grow as it has in the past, a 
comprehensive scheme something like that suggested in 
the report of the North Jersey Transit Commission must 
be adopted. 

The Erie Railroad has reached its saturation point in 
the handling of the vast army of commuters morning 
and evening. Passenger trains operate on an 88-second 
headway into the Jersey City terminal during the rush 
hour and the station tracks are fully occupied. Water- 
front property at Jersey City and at Weehawken is an 
essential part of the Erie Railroad system, just as much 
as the tracks in Illinois, Indiana and the other states 
traversed. A terminal cannot be developed in Jersey 
City of sufficient size to take care of the future com- 
muter business without the loss of freight facilities, 
on which the railroads have to depend for a living. 

There is only one practical thing to do. That is to 
create an all-rail delivery of passengers to Manhattan 
Island. The destinations of passengers are widely scat- 
tered, of course, but the greater preponderance are 
destined to the lower end of the island. With the devel- 
opment of the 42d Street zone, with its great office 
buildings and with the intermediate cloak and suit 
development, it will be physically impossible, however, 
to handle about 35 per cent of the passengers without 
change. 

An outer station in the vicinity of Croxton is prac- 
tical. A station at that place should be built on the loop 
plan with a connecting subway system for the distribu- 
tion of passengers to the downtown district and to the 
district around Fourteenth Street and to the north. 
This distribution might be brought about by extension 
of the Hudson & Manhattan lines to the station at 
Croxton and construction of additional tracks under the 
river between Exchange Place, Jersey City, and the 
Hudson terminal, as well as additional tracks uptown 
when needed. Probably an extension could be made into 
the 42d Street zone. 

Another scheme would be the operation of the New 
York subways from a point near the Battery across to 
the Central Railroad of New Jersey station and thence 
through a section of Jersey City susceptible of great 
development to the Croxton’station and back across the 
river to Manhattan near Fourteenth Street. Downtown 


ELECTRIC RAILWAY JOURNAL 


449 


subway trains in the morning could thus be utilized 
for an uptown load after leaving the distributing sta- 
tion on the New Jersey side. Southbound subway 
trains which were emptied at Fourteenth Street could 
be sent across to the Croxton station to pick up a down- 
town load. 

To my mind, a loop from the centralized station to 
57th Street is too far north. I do not desire to com- 
ment on the various loop lines outside of the centralized 
station in New Jersey other than to say that north 
Jersey is pretty well provided with passenger lines now, 
and until such time as their capacity has been reached 
and some scheme worked out to finance their electrical 
operation, we can afford to wait for this development. 
When such time arrives, if certain of these lines are 
electrified, trains can be run through to destinations 
in New York City without change at the so-called outer 


stations. J. J. MANTELL, 
Vice-President New York Region Erie Railroad. 


Analysis Will Stimulate Discussion 
THE NoRTH JERSEY TRANSIT COMMISSION 


HOBOKEN, N. J., March 2, 1926. 
To the Editor: 

Mr. Miller’s article impresses me as a keen analysis 
of the situation and as an illuminating and fresh point 
of view on a very difficult subject. Its publication can 
only result in salutary stimulation of discussion. 

In the main, my comment is that Mr. Miller possibly 
has not taken the ultimate conditions into account. The 
North Jersey Transit Commission is aiming at more 
than assisting present commuter transit and providing 
intracity communication in metropolitan New Jersey. 
It is endeavoring to contribute to an ultimate scheme 
of regional transit in the whole metropolitan area on 
both sides of the river. 

Perhaps, too, he has not considered that our com- 
plete plan suggests river crossings such as those at 
4ist and Fourteenth Streets, which are not properly 
part of the proposed north Jersey system, or, also, 
that we are figuring upon transfer of the majority who 
take the west side subways at a point in lower Manhat- 
tan rather than at 57th Street, where no provision is 
made for such transfer. 

His forecast of the extent to which the capacity 
of the proposed interstate loop will immediately be 
absorbed is not susceptible of disproof, being based on a 
judgment of probabilities. But we cannot imagine the 
entire number of passengers arriving at the water- 
front crowding into our lines. The Hudson & Manhat- 
tan will always carry a respectable share and there are 
factors other than the commuter which will involve the 
continuation of ferry service for many years. 

Our optimism has never been equal to the hope of a 
system adequate at once to make the ferries unneces- 
sary. Our system would be the beginning. As facilities 
increase, the curtailing of ferry service would gradu- 
ally follow. I may say that we were only deterred from 
recommending, now, eight lines under the river by the 
financial necessity of keeping down the initial cost. 

From the ultimate point of view, personally, I feel 
there is not much difference between any of the plans 
proposed. The more river crossings, the better the 
distribution, but the more crossings, also the greater 
the cost. Over a long period, undoubtedly, river cross- 


ings will multiply. B. H. SAUNDERS, 
Chairman, 
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Alternative Methods of Handling © 
Commuter Tra ffic 


PARSONS, KLAPP, BRINCKERHOFF & DOUGLAS 
: New York, March 11, 1926. 
To the Editor: 

In reply to your request for an expression of opinion 
upon your analysis of the North Jersey Transit Com- 
mission’s report, I would say that I am glad to see 
a technical discussion of the suburban problem under- 
taken. I hope you will give our Westchester plan similar 
treatment. 

The feature of your article and the Jersey commis- 
sion’s plan which most interests me is the broad basic 
question of whether a plan based upon the loop idea 
entering Manhattan at the Battery and leaving at 57th 
Street or 125th Street is sound as compared with a 
number of direct east and west lines. 

I made an analysis of this New York metropolitan 
transportation situation in a paper prepared at the 
request of the American Society of Civil Engineers in 
1920. I arrived at that time at the conclusion that to 
encourage and promote a more uniform distribution and 
development of the wider New York metropolitan dis- 
trict a system of east and west and north and south 

‘lines traversing Manhattan Island and the metropolitan 

area should be built. The thought was to encourage 
wider distribution of the factory, office and other employ- 
ment centers on Manhattan Island, Long Island and in 
New Jersey by providing station stops at intervals 
along these east and west lines. These same lines would 
deliver people by a direct route to their Manhattan 
destination and supply transfer to all north and south 
lines on Manhattan. 

Subsequent study made for the Westchester com- 
mission convinces me still further of the soundness of 
this basic idea of transit development for the central 
part of the metropolitan district. 

If we can combine direct routing of passengers - to 
their employment places with a system of lines also 
tending to lessen Manhattan congestion, we will be both 
“taking people where they want to go by the shortest 
route and encouraging them to go where they ought to 
go at the same time.” 

The Westchester plan in order to be financially pos- 
sible must consist in its first step of a single line 
delivering its passengers to points along the north and 
south axis of Manhattan. 

Instead of the interstate loop of the Jersey commis- 
sion’s plan, the Westchester plan proposes an exten- 
sion of the Westchester tracks south from their ter- 
minal below the City Hall, Manhattan, via the Battery 
and the Jersey Central to the Meadows Transfer. All 
the functioning of the south end of the interstate loop 
and distribution north along the axis of Manhattan 
would be provided by carrying the Jersey passengers 
between the Meadows Transfer and southern Man- 
hattan with the Westchester trains and such loading 
will be on empty trains in the reverse direction to their 
own traffic. 

The extension, as we propose, of the Interborough 
42d Street tube to New Durham and on the surface to 
the Meadows Transfer will serve more conveniently the 
Jersey traffic seeking the shopping, theater and midtown 
business district than the 57th Street route of the 
interstate loop. This takes the place of the north end 
of the loop by extension of an existing line and the use 
of equipment now loaded only one way. 
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~ The reverse direction use of the Westchester line 
would save millions of dollars for the long Lexington 
Avenue side of the interstate loop. Instead of separate 
equipment required by the initial plan of operation of 
the interstate loop, the car capacity would, under the 
Westchester plan, be supplied by the B.-M. T. on its 
Fourteenth Street route, the Interborough on its 
Queensboro route and Westchester by the extension of. 
its trip to the Meadows Transfer. x 

The sums of money required for this type of trans- 
portation are so great that it appears to me it is vital 
to load all trains in both directions and extend present 
lines when possible, so as to avoid duplication of ex- 
penditure. The interstate loop trains would be loaded 
in only one direction and take a long (17-mile) cir- 
cuitous route. : 

I have commuted from Jersey to Manhattan for the 
past eighteen years and have used at times practically 
every steam railway, ferry and tube system. My Amer- 
ican Jersey commuter mind does not take kindly to 
riding on a long belt line, 4 la London, or Paris. When 
we Jerseymen leave our “beautiful suburban homes” to 
earn our daily bread on Manhattan Island the shortest, 
most direct way in and out suits our ideas best. I am 
also sure New York residents ‘and transit officials do 
not want us riding up and down their narrow congested 
island if it can be avoided. 


HENRY M. BRINCKERHOFF. 


Commission Plan Has Two Objects 


RIDGEWOOD, N. J., March 2, 1926. 
To the Editor: 

The North Jersey Rapid Transit Commission is par- 
ticularly anxious for criticisms of the plan for improved 
transit for the New Jersey area as outlined in its recent 
report, and the members fully recognize the responsi- 
bility resting upon them in attempting to solve the very 
complex problem of present and future transit. 

We had in mind two very definite purposes in the 
plan outlined; first, to distribute the commuter in Man- 
hattan as near as possible to his destination; second, to 
afford an opportunity for travel between the principal 
points in north Jersey with the least possible incon- 
venience. 

Mr. Miller’s criticisms are constructive and may call 
forth other comments and suggestions which will be 
helpful. I think, however, that he has overestimated the 
number of persons who will transfer at 57th Street on 
the west side for destination south of 57th Street. It is 
our belief that passengers for the west side will travel 
through the Battery tunnel and change at Rector Street 
for points north of that point and south of 57th Street 
on the west side, thereby traveling with the lighter 
flow of traffic. 

It is also well to consider that it is the expectation of 
the commission that the Hudson & Manhattan will make 
connection with the Meadows Transfer, as it was never 
intended that the H. & M. should be relieved of all but 
the Newark traffic. 

Your attention is also called to the very excellent re- 
port of Mr. Lewis to the Regional Plan Committee,* 
which has just been received. From a hasty reading 
this report seems to be an indorsement of the plan of 
the North Jersey Commission. 

DANIEL A. GARBER, 
Vice-Chairman North Jersey Transit Commission. 
*An abstract of this report appears on page 458. 
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Association News & Discussions 


Improving the Pull-In Record at 
New Orleans During 1925° 


By FRANK T. DAWKINS 
Engineer Rolling Stock and Shops Department, N. O. P. §., Inc. 


N DECEMBER of last year a record 

of 636,000 miles per pull-in was 
achieved by the rolling stock and shops 
department of New Orleans Public 
Service, Inc. This enviable record, 
while unique and showing the possibili- 
ties of the systems which we have in- 
stalled, should not be taken as a stand- 
ard. However, our record for the year 
1925, with 190,644 miles per pull-in as 
compared with 130,725 miles per pull- 
in in 1924, shows conclusively that the 
system we installed and which will be 
outlined in this paper has accomplished 
wonderful results. 

The first step is the checking over of 
the car by the foreman of the shop and 
the engineer, who make complete notes 
of conditions in order to be in a better 
position to direct the work and have a 
check against the final test of the car. 
The previous performance data of this 
car are of great importance in giving 
the car an accurate inspection. These 
data are furnished by the different re- 
ports from carhouses. 

The car is run over one of the car 
hoists and a crew of men placed on it. 
Motor leads are disconnected and the 
car body is raised from the trucks. The 
crew then runs the trucks out from 
under the car and removes motors 
from the truck. The motors are sent 
to the motor assembly room by means 
of a traveling electric crane. The truck 
is given a thorough inspection after it 
has been well cleaned. If found in a 
good condition, except for tightening of 
bolts, it is supposed to be placed back 
under the car. If the trucks are found 
in a bad condition, the brake levers and 
rods shall be removed, holes rebushed 
with case-hardened bushings and case- 
hardened pins used in all places. 
Springs shall be thoroughly inspected 
and, where necessary, replaced. In gen- 
eral, all worn parts are to be replaced 
with new and loose parts tightened. 

When the motor is received in the 
motor assembly room it is gone over by 
the engineer. The resistance of fields 
and armatures is checked and the con- 
dition of bearings, brush-holders, 
pinions, motor leads, motor shells, etc., 
is examined. The motor is then taken 
apart and the armature and fields are 
sent into the armature and field depart- 
ment for dipping and baking. If bear- 
ings are worn to such an extent that it 
would be harmful to the motor to let 
them out for 40,000 miles more, they 
are sent into the bearing department. 
A difference of 0.020 in. between bear- 


*Abstract of paper presented at annual 
meeting of Electric Railway Association of 
Equipment Men, Southern Properties, held 
at Mobile, Ala., Feb. 24-26, 1926. 


ing and shaft is the limit of wear, this 
being determined by micrometer meas- 
urements. If any parts on the motor 
frame housing or axle caps have flaws 
or are worn, they are sent into the ma- 
chine shop for repairs. 

When the armatures and fields are 
received in their department they are 
given resistance, short and open circuit 
tests and a ground test, and if found 
all right their dressings are removed. 
They are placed over the dust collector 
opening in the room and all dust re- 
moved fromthem. They are then placed 
in an oven to preheat. After the specified 
time for preheating, they are taken out 
and dipped in insulating varnish long 
enough to become saturated. They are 
then replaced in the oven for the final 
baking, after which they are removed 
from the oven, allowed to cool and final 
dressings put on. In order to give the 
field. coils a better treatment, impreg- 
nating tanks are being designed by the 
engineering department. The com- 
mutator is turned and slotted and it is 
given its final test for opens and shorts 
and a 1,500-volt ground test by the 
engineer. Bearings are fitted on and 
they are sent into the motor assembly 
room. The bearings that require re- 
babbitting are cleaned in a solution 
of hot Oakite and water to remove all 
grease and dirt. They are then placed 
in the melting out furnace and all bab- 
bitt removed from bearing shell. 

Next the shell is dipped in acid and 
given a thorough cleaning and dried off. 
It is then swabbed with zinc chloride 
and all surfaces not to be tinned are 
coated with a solution. Following this 
it is dipped in a second tank containing 
half and half solder, which is kept at a 
temperature of between 770 deg. and 
824 deg. F., by means of an electric 
pyrometer. This operation is repeated 
once more. The bearing is then ready 
to be babbitted. If the bearing is 
poured at once, the heat from the tin- 
ning is sufficient for the pouring opera- 
tion, but if allowed to remain for some 
time it must be heated again. The 
bearing shell is then mounted on a 
mandrel and babbitt from a third tank 
poured into the shell by means of a self- 
skimming ladle. The babbitt is kept at 
a temperature between 860 and 900 deg. 
F. by means of an electric pyrometer. 

After the armature and fields have 
been received back in the motor as- 
sembly room, the motor is ready to be 
assembled. The motor shell is cleaned 
thoroughly and the inside is given a 
coating of air drying insulating varnish 
by means of a spray gun. The fields 
are placed in the motor shell and all 
field connecting cables are placed so 


they cannot by any means rub against 
the shell. Next the armature is placed 
in the shell, all housing bolts tightened, 
axle bearings fitted and if the old 
pinion is in good condition and shows 
no flaws it is placed back on the motor, 
The motor is then placed on the test 
floor and given its final tests—resist- 
ance, ground test, low-voltage running 
test and load test by the engineer. The 
motor is painted and is ready to be 
placed on the truck. Care is taken that 
the pinion and gear mesh correctly to 
eliminate as much noise from this 
source as possible. 

After the electrician and carpenter 
have thoroughly inspected the car and 
all of its accessory equipment, the 
motor is placed on the truck, gear cases 
bolted up and axle collars placed in 
position. The trucks are then run 
under the car, which is lowered. Motor 
leads are connected and placed in 
spreaders and brake rods connected. 
The brake equipment is then gone over. 
Extreme care is taken in inspecting and 
overhauling this equipment and founda- 
tion brake rigging. The compressor is 
removed from the car and sent into the 
compressor room for overhauling. A 
repaired compressor is placed on the 
car. The compressor sent in for over- 
hauling is opened up, field and arma- 
ture removed and sent into the field and 
armature department, where they are 
given the same test and overhauling 
that the motor armature and fields re- 
ceived. All parts of the compressor 
are thoroughly cleaned and bearings 
are tested for wear. If in need of re- 
pair, they are removed and replaced 
with new or rebabbitted bearings. All 
loose or defective bolts are replaced, 
valves removed and cleaned, vent 
cleaned out, back head and piston re- 
moved, cylinder cleaned, reassembled 
and tested for leakage. The compres- 
sor is then reassembled, refilled with 
oil and given a performance test on the 
bench for rate of pumping up to capac- 
ity and pressure. If the cylinder is 
badly worn the compressor is sent into 
the machine shop, where cylinders are 
bored, bushed up and finished to stand- 
ard size. A careful inspection is given 
to all other items of brake equipment 
and they are cleaned, adjusted and re- 
placed when necessary. 

Trolley wheels and harps are prop- 
erly lined up and lubricated, the trolley 
pole inspected, the trolley base thor- 
oughly gone over and lubricated, and, if 
in need of repair, it is removed and 
replaced with an extra one. The car is 
then ready for its final inspection, which 
is made by the engineer. The resist- 
ance of all car wiring, motors and re- 
sistors is taken by means of a Kelvin 
bridge ohmmeter. This resistance is 
checked against standard resistance 
for this type of equipment and if found 
off, it is checked back to its source and 
repaired. A variance of 5 per cent is 
allowed each way. The cable, wiring 
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and controllers are given a 1,250-volt 
insulation test. After all electrical 
equipment has been checked, the air 
equipment is gone over and checked 
against its standards. The trucks and 
car body are then given a final inspec- 
tion and the car is run out on the line 
for trial. It is then cleaned and sent 
back to the carhouse. After it is re- 
ceived there it is inspected for hot 
journal, axle brasses and armature 


bearings before it is placed back in 
service. 

In this overhauling system a com- 
plete set of records is kept of all the 
cars, their operating condition, equip- 
ment and data pertaining to their road 
performance previous to this overhaul- 
ing period, so that when the car is 
received for overhauling its perform- 
ance may be known in giving it the 
required test. 


Advantages of Electric Drive. for 
Gasoline Buses* 


By J. C. THIRLWALL 


Special Railway Engineer 


URING the past ten months more 

than 300 large-capacity gasoline 
buses equipped with electric transmis- 
sion have been put in operation. Their 
operation, in Philadelphia, Albany, 
Atlanta, Kansas City and Miami, has 
already demonstrated a number of very 
positive advantages over the ordinary 
type of mechanical drive using clutch 
and transmission gearing. 

A long series of road tests on a 
sample equipment had indicated that 
it should be possible, with electric 
drive, to operate materially higher 
schedule speeds in frequent-stop serv- 
ice; to reduce maximum engine speed 
and total engine revolutions in such 
service; to provide greater comfort 
and safety to the passengers; and to 
relieve the driver of a considerable 
part of the physical and mental fatigue 
incident to repeated shifting of gears. 
The actual operation of the fleets that 
have been similarly equipped have 
proved that our conclusions were well 
founded. 

In both Philadelphia and Albany, 
schedule speeds decidedly faster than it 


has been possible to maintain with the 


old mechanically-driven buses are being 
made with the gas-electric types, the 
increase being in the neighborhood of 
20 per cent for actual running time, and 
more than 10 per cent in miles operated 
per crew-hour, which includes all lay- 
overs. In both places public apprecia- 
tion of the speed, smoothness and quiet- 
ness of the new buses has been shown 
by letters of commendation and by a 
gratifying amount of riding. 

Several factors contribute to the 
ability of gas-electric buses to make 
higher average speeds in city service. 
Of chief importance is the elimination 
of the time lost in shifting gears during 
each acceleration or on grades. An ex- 
pert driver, trying to make a fast sched- 
ule, can shift gears and let the clutch 
into complete engagement in about 1% 
seconds; the average driver, trying to 
avoid jerking the bus and clashing 
gears, takes from 2% to three seconds 
per shift. On level runs with four- 
speed transmission, drivers usually 
start on second, and have three shifts 
to make at each acceleration, which 
consume at least four to five seconds 
and usually seven to eight seconds. 
During these intermissions, not only is 
the engine doing no useful work but 


*Abstract of paper presented at annual 
meeting of Electric Railway Association of 
Equipment Men, Southern Properties, held 
at Mobile, Ala., Feb. 24-26, 1926. 


General Electric Company 


there is an actual retardation of bus 
speed. 

To make up for these, sags in the 
acceleration curve, altogether too many 
drivers will race their engine up to 
dangerous speeds in second or third so 
as to get the benefit of high power out- 
put from the engine and high tractive 
effort at the rear wheels. Moreover, 
unless the engine speed is brought up 
higher than is safe in third gear, its 
speed when starting on high gear is so 
low as seriously to reduce the rate of 
acceleration. These features are in- 
herent in mechanical transmission 
where the engine speeds are directly 
proportional to the revolutions per min- 
ute of the wheels, and in each gear 
position the engine speed and its power 
output must climb from a relatively low 
point to its more efficient range. 

With the electric drive the character- 
istics of the generator and motors are 
such that the engine can be brought in 
less than one second from idling to 
high output speed, and from there. on 
up to maximum safe output with no 
intermissions or lag. The result is 
operation at the most efficient part of 
the speed curve, a more constant power 
output and a very appreciably higher 
rate of acceleration for the bus. 

In actual service, tests show that on 
either the Fageol or Yellow coaches, the 
maximum engine speeds attained are 
about 1,700 r.p.m. (this being on long 
runs at full bus speed, or in climbing 
along severe grades); and normally in 
frequent stop service, maximum speeds 
of not more than 1,500 r.p.m. Similar 
tests with mechanical drive, when at- 
tempting to maintain similar schedules, 
showed maximum engine speed of from 
2,000 to 2,600 r.p.m. in the intermediate 
gear positions. 

The torsional strains during accelera- 
tion on the engine, chassis, clutch and 
gearing are recognized as contributing 
to high maintenance costs, and the 
surges of torque and changes in cyl- 
inder pressures due to too rapid clutch 
engagement are a factor in cracking 
the fuel and causing knocking due to 
explosive combustion. The lack of such 
torque surges in the electric transmis- 
sion permits of the use of higher engine 
compressions on advanced sparks and 
increases its power and_ efficiency. 
Without change in compressions, the 
fuel consumption in city service is ap- 
proximately about the same for either 
drive. With higher compressions, as 
shown by recent tests reported by Mr. 
Froesch, assistant engineer of the Mack 


Company at an S.A.E. meeting on Nov. 
14, the miles per gallon at five stops 
per mile or more actually are greater 
with the electric drive, despite its added 
weight. According to the same author- 
ity, even in purely interurban service 
there was a difference of only 10 per 
cent in gasoline consumption in favor 
of the mechanical drive. 

The period of operation is too short, ” 
as yet, to make available any figures 
on relative maintenance. However, the 
Philadelphia Rural Transit Company 
and the Capitol District Transportation 
Company have doubled their inspection 
period with their new buses, and con- 
siderably reduced their garage expense. 

In conclusion, all the experience to 
date bears out our claim that the use 
of electric drive on buses will enable 
faster schedules to be operated at re- 
duced costs and will improve the com- 
fort and safety of the passengers and 
of the drivers, and that these positive 
advantages far outweigh the relatively 
small increase in investment for buses 
so equipped. 


Great Lakes Cruise for 
C.E.R.A. Meeting 


AILING over the Great Lakes the 

Central Electric Railway Associa- 
tion will hold its midsummer meeting 
on board the steamer South American 
on June 28-July 2. The itinerary as 
adopted tentatively follows: 


Monday, June 28: 


Leave) Bullalos,, «cin saproee 9:30 a.m. 

Arrive ‘Cleveland™ (22. te mere 9:30 p.m. 

Leave Cleveland ........... 11:00 p.m. 
Tuesday, June 29: 

Atrive: Toledo *...cc 4 Sond dsnepien 7:00 a.m. 

heave “Toledo ©. 0. 5.2. wee 8:00 a.m. 

Arrive: UDetroit: Ac. Rete 1:00 p.m 

heave . Detroit: Sask. aes eee 2:00 p.m. 

Pass), Port. -Hurotascm. 250 wae 7:00 p.m. 
Wednesday, June 30: 

Arrive Mackinac Island...... 12:00 noon 

Leave Mackinac Island ...... 8:00 p.m. 
Thursday, July 1: 

Arrive Harbor Springs ...... 7:00 a.m, 

Leave Harbor Springs ....... 5:00 p.m. 
Friday, July 2: 

Arrive Benton Harbor ...... 7:00 a.m. 

Leave Benton Harbor ....... 9:00 a.m. 

Axriye. Chicazo™ oct. sentar one 1:30 p.m. 


Stopping at Mackinac Island Wednes- 
day noon the entire afternoon will be 
available for golf or trips around the 
island. There are two golf courses, 
both available for members. The boat 
will reach Harbor Springs in time for 
breakfast Thursday. The Weguetonsing 
Golf Club has made available two 18- 
hole courses about five minutes from 
the dock. There is a third 18-hole 
course at Harbor Point. For those who 
do not care to play golf the steamer 
will proceed down Traverse Bay to 
Traverse City, stopping there about 
two hours and then returning to Har- 
bor Springs for the golfers. 

The South American, which has been 
used for similar meetings before, has 
been entirely rebuilt and improved. 
While berths are available for 500 pas- 
sengers, it is the intention to limit the 
number on this cruise to 350. The total 
cost of the trip including stateroom and 
meals will be from $35 to $45, depend- 
ing on the starting point. Children 
five to twelve years of age will be 
carried at half fare. Formal notice of 
the program will be sent out about 
April 15. This preliminary announce- 
ment will make it possible to make up 
parties for the cruise. 
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Cleveland for 1926 Convention 


LEVELAND, OHIO, has_ been 

selected for the 45th annual con- 
vention of the American Electric Rail- 
way Association and affiliated bodies 
and the manufacturers’ exhibit to be 
held in connection therewith. The dates 
will be Oct. 4 to 8, inclusive. The 
charge for space has been fixed at 75 
cents per square foot. This was 
decided at a meeting, held on March 8 
by the special sub-committee of the 
executive committee appointed to act 
on the recommendations of the com- 
mittee on location. Those present were 
C. E. Morgan, chairman; C. R. Ellicott, 
E. P. Waller, J. H. Hanna, L. S. Storrs, 
J. W. Welsh and F. C. J. Dell. 

The recommendation of the commit- 
tee on location in favor of Cleveland 
was made after a careful survey of 
conditions in that city and Atlantic 
City, where the convention was held 
last year. Sub-committees visited both 
places and obtained first-hand informa- 
tion. 

It was found that in the case of 
Atlantic City the primary difficulty was 
the lack of space on Young’s Million 
Dollar Pier to take care of the total 
requirements for the exhibit. A second 
difficulty encountered this year was the 
refusal of the Million Dollar Pier man- 
agement to permit heavy machinery or 
operating exhibits on the ballroom 
floor, even though a protecting tem- 
porary floor were installed. 

To provide 20,000 sq.ft. additional 
space a temporary building was 
offered directly across the boardwalk 
from the pier. This would probably 
have had to be devoted to the bus 
exhibit and would therefore have en- 
countered the same criticism as last 
year to the effect that the delegates 
would not visit it as extensively as the 
main exhibit, and that it partook of the 
nature of a side show. The rental for 
space on the pier charged by the man- 
agement as well as the cost of the 
temporary building represented a sub- 
stantial increase over last year. 

In Cleveland the public auditorium 
provides an exhibit area of 52,000 sq.ft. 
net in a building designed with all the 
equipment and facilities required by 
exhibitors. In addition the Cleveland 
convention committee proposes erect- 
ing an annex to this building having a 
net area of 74,000 sq.ft. The plot on 
which the auditorium and annex are 
located also provides an open air space 
of 7,200 sq.ft. where 1,500 lineal ft. of 
ear tracks can be placed to hold ex- 
hibits of cars, and other outside track 
tools and equipment can be exhibited 
in aetual operation. The Cleveland 
Railway will install temporary tracks 
and. connect them with its own system 
and also with the siding from the New 
York Central tracks immediately adja- 
cent to the auditorium plot. 

The auditorium and annex will give 
practically unlimited space for exhibi- 
tors with all facilities required and 
without restrictions as to size and 
weight. The open air space imme- 
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diately adjacent to the auditorium will 
provide exceptional opportunity for a 
street car exhibit and for the demon- 
stration of track tools, steam shovels, 
digging machines and other outside 
construction equipment. The cost of 
installing exhibits, particularly heavy 
machinery, track tools and street cars, 
will be far less than at Atlantic City 
since they can be brought directly into 
the exhibit space on their own power 
if necessary, over the Cleveland Rail- 
way or the connection to the New York 
Central siding. 

The central location of Cleveland 
should result in lower transportation 
costs for most of the delegates, and 
the hotel rates are materially less than 
at Atlantic City. The cost for space 
has been fixed at 75 cents per square 
foot, which is the same charge the 
committee estimated would be neces- 
sary at Atlantic City this year, 
although it is 10 cents higher than the 
cost for space last year. This increase 
is necessary because of the cost of 
erecting the annex, but in the event 
that any appreciable surplus remains 


COMING MEETINGS 


OF 


Electric Railway and 


Allied Associations 


March 17-18—Central Electric 
Traffic Association, Portage Hotel, 
Akron, Ohio. 

March 17-18—Illinois Electric Rail- 
ways Association, Illinois State Elec- 
tric Association and Illinois Gas 
Association, annual joint convention, 
Springfield, Ill. 

March 23-25—National Conference 
on Street and Highway Safety, 
Washington, D. C. 

March 25—New England Street 
Railway Club, 26th annual banquet, 
Copley Plaza Hotel, Boston, Mass. 


March 29-31—National Conference 
on City Planning, St. Petersburg, Fla., 
April 1—West Palm Beach, Fla. 


April 2—Metropolitan Section, 
American Electric Railway Associa- 
tion, Engineering Societies Building, 
29 West 39th Street, New York City, 
8:00 p.m. 

April 13-16—Southwestern Public 
Service Association, Galveston, Tex. 

June 2-4—Canadian Electric Rail- 
way Association, annual convention, 
Quebec, Canada. 

June 9-16—American Railway 
Association, Mechanical Division, 
annual convention, Atlantic City, 
INS 

June 28-July 2— Central Electric 
Railway Association, summer meet- 
ing, S. S. South American, Buffalo, 
N. Y., to Chicago, III. 

Oct. 4-8—American Electric Rail- 
way Association, annual convention 
and exhibits, Public Auditorium, 
Cleveland, Ohio. 


after paying the expense of the conven- 
tion and exhibit a pro rata refund will 
be made to exhibitors. 

The convention committee of the 
Cleveland Chamber of Commerce will 
provide between 2,700 and 3,000 rooms, 
of which 88 per cent will have baths, 
in the leading downtown hotels. These 
hotels are all within a few minutes 
walk of the auditorium, which is located 
in the heart of the city. The committee 
believes that through the intermediary 
of a local hotel committee adequate ac- 
commodations can be allotted to all 
delegates. The hotels have been in- 
structed not to make reservations di- 
rectly with delegates. Suitable blank 
forms will be sent out in the near 
future by the hotel committee, which 
will handle all reservations. 

A local convention committee con- 
sisting of leading Cleveland citizens, 
including John J. Stanley, president of 
the Cleveland Railway; City Manager 
W. R. Hopkins and others, will stand 
sponsor for providing all of the facili- 
ties and equipment and the making of 
the necessary arrangements for the 
holding of the convention and exhibit. 

Space applications and diagrams 
showing the exhibition layout of 
booths will be ready to go in the mail 
June 1. Thirty days will be allowed 
members in which to file requests for 
display space. 

For information regarding exhibit 
space communicate with Fred C. J. 
Dell, director of exhibits American 
Electric Railway Association, 292 
Madison Avenue, New York City. 


Subjects and Meetings 


T A MEETING of the committee on 

subjects and meetings of the Amer- 
ican Electric Railway Association, held 
in Chicago on Feb. 25, tentative plans 
for the annual convention program 
were discussed. Members in attend- 
ance were J. P. Barnes, chairman; W. 
A. Draper, L. S. Storrs, J. W. Welsh, 
H. L. Brown, C. R. Ellicott, Thomas 
Fitzgerald, M. B. Lambert, C. L. Van 
Auken and Charles Gordon represent- 
ing Morris Buck. 

It was decided to follow the pro- 
cedure adopted last year of sending out 
committee reports in advance and limit- 
ing the time taken on the convention 
floor to brief abstracts by committee 
chairman. In this way it is planned to 
concentrate the program on outstand- 
ing topics of major importance to the 
industry. Various subjects were con- 
sidered and a tentative program was 
discussed. It is expected to have this 
in more complete form before the next 
meeting. 


1925 Proceedings Distributed 


ROCEEDINGS of the American 

Electric Railway Association and its 
affiliated associations for 1925 were dis- 
tributed to members in February. All 
railway member companies should have 
received a complete set of these pro- 
ceedings covering the American, Engi- 
neering, Transportation and _ Traffic, 
Accountants, and Claims Associations. 
Manufacturer member companies should 
have received copies of the American, 
Engineering and Transportation and 
Traffic Associations’ proceedings. Exec- 
utive Secretary J. W. Welsh states that 
any member company which has not 
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received these volumes should com- 
municate immediately with association 
headquarters. 


Heavy Electric Traction 


ROGRESS reports were considered 
ie at the second meeting of the commit- 
tee on heavy electric traction of the en- 
gineering association held at headquar- 
ters on March 4. Those present were: 
H. F. Brown, chairman; J. M. Bosen- 
bury, vice-chairman; Morris Buck, sec- 
retary; L. S. Billan representing J. H. 
Davis, H. C. Griffith representing J. V. 
B. Duer, J. O. Madison, M. W. Manz, 
J. C. Davidson, J. T. Hamilton, Homer 
Cross representing L. S. Wells, and 
G. C. Hecker of association head- 
quarters. 

It was felt that standardization 
should be taken up with all the inter- 
ested parties so that an agreement can 
be reached as to what material should 
be included. It was also the sense of 
the meeting that so far as possible as- 
surance should be obtained from oper- 
ating companies that they will adopt 
the standards. 

The sub-committee on track and third 
rail bonds has held two meetings. It 
is reviewing standard bonding practice 
and preparing a tentative standard pro- 
cedure for measurement of bond resist- 
ance. In the discussion which ensued 
Mr. Bosenbury suggested that a tabula- 
tion of the resistances of standard rail 
sections be included as part of the scope 
of this subject. The carrying capacity 
of the angle bars is of material impor- 
tance depending upon their type, the 
number of bolts and the conditions. 
According to Mr. Manz, it is difficult to 
separate the current flowing through 
the bond and the angle plate in the 
ordinary methods of testing, making it 
next to impossible to determine accu- 
rately the resistance of the bond itself 
when in service. It was agreed that the 
subject of rail resistance be added to 
the assignment of this sub-committee. 

Mr. Brown reported that the status 
of the bibliography of heavy electric 
traction is under consideration by the 
executive and policy committees of the 
American Association. 

Chairman Armstrong was unable to 
be present, and no report of the sub- 
committee on branch line electrification 
and self-propelled cars was presented. 
It was pointed out, however, that the 
interest in gasoline, gas-electric and 
Diesel-electric cars and locomotives de- 
mands that full mention be made of 
them in the sub-committee report. 

A report from Chairman Daus of the 
sub-committee on articulated trains 
was read. In it he stated that a letter 
had been sent to several equipment 
superintendents requesting information. 
It was felt that in view of the interest 
in the subject, all information possible 
should be made available in the report 
of the committee. 

Data on locomotives, multiple-unit 
cars and electrified mileage is being 
revised, particularly to eliminate errors 
which were found in the tabulation last 
year, according to Mr. Buck, chairman 
of the sub-committee. 

At the luncheon foHowing the meet- 
ing, President Charles Rufus Harte of 
the Engineering Association spoke re- 
garding the proposal to send letters on 


standardization to railways. He feels 
that the matter should be on a broader 
basis than that of a single committee 
only. He is going into the matter thor- 
oughly in connection with the substitu- 
tion of letter ballots for voting on the 
floor of the convention. This would in- 
clude consideration of standards pyro- 
posed by all committees. It is desir- 
able to have greater support from the 
member companies in the use of stand- 
ards, particularly if manufacturers are 
to be asked to produce material accord- 
ing to them. 


Metropolitan Section Discusses 
Transportation Methods 


OG URNISHING TRANSPORTA- 

TION” was the subject at the 
meeting of the Metropolitan Section of 
the A.E.R.A., held at the Engineering 
Societies Building, New York, on the 
evening of March 5. 

The principal paper was by W. B. 
Wheeler, superintendent of transporta- 
tion Third Avenue Railway System. 
Sketching the various forms of trans- 
portation, he showed that the street 
railway has a definite place and is not 
likely to be abandoned. He called the 
attention of his hearers particularly 
for the need of a man to keep inter- 
ested in his work, as otherwise he can- 
not be wholly efficient. Good feeling 
between the various departments was 
also declared essential to the success 
of an organization. 

Discussing this paper, S. S. Hamil- 
ton, assistant to superintendent of 
transportation Brooklyn City Railroad, 
said that in the metropolitan district 
the essentials to satisfactory service 
are sufficient cars to accommodate all 
desiring to use the service, regular 
intervals between cars, a type of car 
that is up to date and clean, and cour- 
teous employees who give a little 
thought to the comfort and wants of 
their passengers. Mr. Hamilton pointed 
out some of the difficulties of trolley 
car operation in the congestion of New 
York City. 

M. J. O’Connor, superintendent of 
transportation New York Railways, 
also stressed the troubles from street 
congestion. The cost of living is in- 
creased for the average New Yorker 
some $44 due to this cause alone, ac- 
cording to the Sage Foundation, he said. 
The conditions are so bad that his 
company operates only about 90 per 
cent of its schedules. 


STREET CAR OPERATION IN 
MANHATTAN DIFFICULT 


Practically all of the surface cars in 
the Borough of Manhattan use the con- 
duit system, said the speaker. With 
this system contact rails, cables, etc., 
are concealed under ground, and not- 
withstanding regular inspections made 
by trained men, trouble is experienced 
from short circuits due to nuts, bolts, 
skid chains, tire irons and numerous 
metal pieces that fall from passing 
vehicles’ which become lodged in the 
conduit, and at some time or other come 
in contact with the conductor rails, or, 
if they do not fall into the conduit, ob- 
struct the slot. 

The delay report for the month of 
October, 1925, represents what might 


be called normal conditions. This re- 
port is based on delays of five minutes 
duration or longer. Slot obstructions 
caused 381 delays, or a total of 601 
minutes. Plows were charged with 86 
delays, or a total of 871 minutes. The 
plow, which corresponds to the trolley 
pole on the overhead system, is quite a 
source of trouble. These failures are 
not due to material or workmanship, © 
but solely to the conditions peculiar to 
conduit operation. 

Accidents, car troubles (other than 
plows), carelessness, construction work, 
fires, parades and _ miscellaneous delays 
of minor nature caused 386 interrup- 
tions to service, or a total of 3,395 
minutes. 

Under the modest heading “Blocking 
by Vehicles,” we have the staggering 
total of 1,300 delays or a total of 9,481 
minutes, or expressed in another way, 
73 per cent of the interruption to our 
service is caused not by broken-down 
trucks but by congestion of traffic, for 
the most part on lower Manhattan 
south of 59th Street. Delays in this 
classification are increasing from month 
to month and constitute a real danger, 
not alone to passenger carrying vehi- 
cles-but to all forms of surface trans- 
portation as well. 

The street railroads are also paying 
the freight. Our bill for overtime for 
platform men amounts to approxi- 
mately $1,000 a month. This sum is 
paid, not for extra service to encourage 
more business, but for time lost in 
traffic holdups and is a total loss. 
From March 17, 1925, to Jan. 16, 1926, 
it has been estimated that 400,000 car- 
miles were lost owing to the low speed 
in getting through the congested parts 
of the city. Figure 65 miles to a car 
and you will get an idea of the service 
lost to the traveling public. 

Many remedies have been suggested 
and some. adopted, such as one-way 
streets, widening of thoroughfares, con- 
trol of moving traffic by lights and 
others too numerous to mention. The 
relief, however, was only temporary, 
and the condition at present is worse 
than ever. What we want is immediate 
relief, and that can be obtained only by 
keeping the highways clear for moving 
vehicles. The parking of automobiles 
in congested areas should be stopped at 
once, 

On a recent survey of the district 
from 59th to 14th Street from Lex- 
ington Avenue to Seventh Avenue 
6,185 vehicles were found parked. This 
condition interfered with the passage 
of tens of thousands of other vehicles 
and hundreds of thousands of passen- 
gers. Our own checks show cars parked 
on Broadway and in 34th Street from 
two to six hours. 

A north and south thoroughfare is 
needed in midtown; why not extend 
Park Avenue from 96th Street to the 
Madison Avenue Bridge? This can be 
accomplished by roofing over the New 
York Central tracks as far as 112th 
Street, thus providing easy and quick 
access to the east Bronx, thereby reliev- 
ing Fifth and Madison Avenues of some 
of the overload. 

A number of others discussed the 
general subject. It was the general 
opinion that the local situation is so 
serious that definite steps should be 
taken to rectify it. 
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Wheel Hoist for Raised Pit 


N INGENIOUS form of wheel 
{ \ hoist is used in the shops of the 
Mobile Light & Railroad Company 
at Mobile, Ala. It is not new, hav- 
ing been installed some 20 years ago, 
but this fact alone makes it interest- 


ing, because it has given satisfac- 


tion for two decades. While it takes 
some room, it is easy to operate, and 
as the car is about 3 ft. above the 
floor when the truck is removed 
there is plenty of room for the work- 
men to move about in and there is 
plenty of light to let them see what 
they are doing. F 

The Mobile shops are equipped 
with both sunken and “raised’’ pits, 
and it is one of the latter which is 
equipped with the hoist. As shown 
in the illustrations, the hoist con- 
sists of a vertical piston operated by 


air and carrying at its upper end two. 


short sections of track on a frame- 
work which is swiveled around the 
piston. When the car is run over 
the pit this section of track is in 
line with the pit rails and the pis- 
ton is in its raised position. The 
rails are kept in alignment in this 
position by fishplates and bolts. 

When the wheels come over the 
rails on the hoist the car is jacked 
up. The bolts and fishplates are 
then removed aud the piston is low- 
ered. When the wheels come to the 
level of the shop floor the framework 
supporting the wheels is swung 
around a quarter circle and the 
wheels are rolled out. 


Car Sign Painting Methods Used in the Shop of the Department of Street Railways, 
Detroit, Mich., Greatly Reduce the Cost and the Time Consumed 


Fast Work in Car Sign 
Painting 

AINTING car signs is but a mo- 

ment’s job as carried out in the 
car shop of Detroit’s Department of 
Street Railways. The cloth used in 
the sign painting is first treated to a 
bath of fish oil and then hung up to 
dry, as shown in the view of the sec- 
tion used for sign painting. This 
treated cloth is then wound on rolls 
and hung on either end of the double 
sign painting table shown to the 
right in the illustration. 

Letters forming the sign are cut 
from cardboard and pasted on the 
frames prepared in advance. These 
frames are of metal and wood con- 
struction and fave silk bolting cloth 
stretched tightly in place. The let- 


ters forming the signs are then 
glued to the bolting cloth. The 
frames are hinged so that they may 
be attached to the table as shown. 
To the right of the table one of these 
frames is standing vertical just be- 
fore being lowered over the cloth. 
One sweep of a rubber-edged wiper 
filled with a thick black sign paint 
forces the paint through the mesh of 
the cloth except in the space forming 
the letters. The frame is raised and 
the sign is painted. A few dabs of 
the brush complete the margins and 
an occasional spot that may be 
missed. The operator cuts the sign 
section in the manner shown on the 
left half of the table and hangs up 
the section to dry on the wire racks 
in the background. 

After use the bolting cloth frames 


Side View of Pneumatic Pit Hoist at Mobile 


End View of Pneumatic Pit Hoist 
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are thoroughly cleaned with gasoline 
in the tray table, shown slightly to 
the left of the cutting table. The 
workman is in the process of clean- 
ing the frame just removed from the 
left end of the sign painting table. 
The frame is then stored away for 
future use in vertical racks, the edge 
of one just showing in the lower 
right-hand corner. 

Most of the finished signs seen in 
the background are sections made to 
replace parts of rolls that were worn. 
When dry these are stitched in the 
roll sections of cars brought in for 
repairs. 

The type of sign used in Detroit 
shows up well as it consists of white 
letters against a black background. 
At night the lamps placed back of 
the signs illuminate the letters sil- 
houetted by the opaque background. 
Other colors can be used at will 
simply by using a different color 
paint. There is no comparison to 
the time formerly consumed by hand 
painting or by the use of double 
stencils that had to be carefully 
matched, one name at a time. 


Double Rod Reduces Brake 


Release Failures 


(ee trouble with 
broken rods for brake release 
springs was at one time experienced 
on the Richmond cars of the Vir- 
ginia Electric & Power Company. 
The breaks did not occur in the 
springs themselves, but in the 
threaded shank. While not a serious 
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struction was installed the trouble 
disappeared, showing that the theory 
followed was correct. 

In the accompanying illustration 
the upper view shows the spring 
rod as it was formerly used; the 
lower view shows the spring rod as 
changed in the shops under the di- 
rection of W. J. Hicks, master 
mechanic. ; 


Emergency Valve Used with 
Straight Air Brake 


SE has been made by an Hastern 

electric railway of the balancing 
feature of the triple valve to give 
added safety to cars equipped with 
straight air brakes. .This company 
operates one-man cars in hilly dis- 
tricts and occasional difficulty has 
been experienced in stopping cars 
when the ordinary brake apparatus 
has been put out of order as the 
result of accident. Relief of air 
pressure on one side of the balancing 
valve is effected by a hand valve. 


>< 
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The movement of the balancing valve 
then produces a direct connection be- 
tween the air reservoir and the brake 
cylinder. This, of course, is suffi- 
cient to stop the car and hold it for 
some time, affording all the pas- 
sengers an opportunity to alight i 
desired. 

The release valve has been placed 
inside the front bulkhead, and an 
emergency pull cord runs the entire 
length of the car. The balancing 
valve has been installed under the 
longitudinal seat. Holes were cut in 
the back of a near-by heater to elim- 
inate the possibility of moisture in 
the valve, causing it to freeze up. 
Above the holes in the heater a hori- 
zontal piece of transite has been 
placed to reflect the heat down 
against the valve and away from the 
rattan cushion. While the need for 
using this apparatus is infrequent 
the cost.of installation is compara- 
tively slight and the added safety 
provided by it is believed to be ad- 
vantageous. 


Oil-Tight Multi-Pole Circuit 
Breaker 


O AS to meet the demand for 
greater reliability and increased 
interrupting capacity, created by the 
modern tendency toward expanding 
concentrations of power and the de- 


Ua 


Release Spring Connection on Brake Rod as Modified in Richmond 


matter, it was bothersome and so 
worth remedying. 

The most plausible theory ad- 
vanced to account for the trouble 
was that the pull on the rod came 
sometimes from one angle and some- 
times from another slightly different 
and that breakages could be avoided 
if the connection was not quite so 
rigid. This suggested the use of a 
rod in two parts joined together by 
two eyes. After this type of con- 


mand for maintenance of uninter- 
rupted service, the Westinghouse 
Electric & Manufacturing Company 
has developed a new type of oil- 
tight multiple-pole oil circuit breaker. 

One of the novel features of this 
breaker is the inclosing of the three 
poles in a single round tank. This 
arrangement results in a type of 
breaker from which material advan- 
tages are gained in the form of in- 
creased interrupting ability; rugged, 


oil-tight construction, increased elec- 
trical clearances for terminal con- 
nections and a minimum of space 
requirements. The single circular 
tank with a rounded bottom and the 
dome-shaped frame form a breaker 
chamber cylindrical in shape with 
domed ends resembling boiler con- 
struction. This shape represents a 
maximum of strength for resistance 
to internal pressures with the most 
efficient use of material and the max- 
imum volume of inclosed breaker 
chamber for a given installation 
space. The domed frame permits 
using space, heretofore inefficiently 
utilized, about the contact studs for 
additional volume of air expansion 
chamber above the oil, and also al- 
lows the system of operating levers 
to be inclosed within the breaker 
chamber, all without increasing the 
over-all height of the breaker. 

A main shaft brought through the 
frame with a single operating lever 
outside, and well away from the live 
terminal connections, and the re- 
mainder of the levers within the 
breaker results in the removal of 
grounded moving parts from the 
vicinity of the bus connections. By 
this means. the air insulating dis- 
tances outside the breaker are in- 
creased and an oil-tight structure 


‘AY. 


March 18, 1926 


obtained, neat and trim in appear- 
ance and easily kept clean. The 
single round tank for all poles pro- 
vides for the most efficient use of 
the oil, the insulating properties of 
the entire volume of oil being avail- 
able for each pole, and simplifies such 
maintenance features as renewal of 
oil, maintaining the oil level and the 
inspection of contacts. 

The breaker is particularly well 
adapted to meet the requirements of 
heavier switching service in power- 
house and substation applications due 


Multi-Pole Oil Circuit Breaker 
with Single Tank 


Type B-20 


to the increased interrupting capac- 
ity obtained by this form of con- 
struction. Adequate mechanical 
strength for resisting internal 
stresses; the large volume and head 
of oil; the ample air expansion cham- 
ber; large air insulating clearances 
outside the breaker chamber and the 
minimum of installation space re- 
quired, together with its sturdy con- 
tact construction and a closing mech- 
anism with sufficient power to close 
the contacts positively and accelerate 
them rapidly in opening, make the 
breaker dependable under severe 
operating conditions. ( 


Light Electric Soldering 
Irons 


IGHT in construction and de- 
signed to heat up quickly, a new 
soldering iron is made by the Gen- 
eral Electric Company in standard 
sizes ranging from 4 in. to 14 in. 
tip. The power ranges from 70 
watts for the smaller iron for light 
and intermittent use to 350 watts 
for the larger size on heavy duty. 
The irons for heavy duty are pro- 


vided with radiating stands for the 


purpose of maintaining the iron at 


element and the copper tip. 
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the correct operating temperature 
when temporarily not in use. The 
rapid rate of initial heating is 
brought about by unusually good 
heat conduction between the heating 
Heat 
from the tip is prevented from 
reaching the handle by means of a 
special mechanical construction be- 
tween the two, this being in the 
form of a spiral made from a steel 
rod. This also provides a rigid con- 
nection between the handle and tip. 

Instead of mica, usually used for 
an electrical insulator in the heat- 
ing unit of soldering irons of this 
type, the heating unit has an insu- 
lating powder so highly compressed 
that it becomes a’ good heat conduc- 
tor and will withstand temperatures 
of more than 2,000 deg. F. 

The iron is provided with a 
standard lead and connection plug. 
Its construction is simple, parts are 
few and all parts are easily re- 
placeable. 


Meter Measures Bus 
Performance 


OR recording the performance of 
gas-electric buses, the Economy 
Electric Devices Company, Chicago, 
has recently placed on the market an 
Economy watt-hour meter —- with 
kilowatt-hour inspection dials. The 


Philadelphia Rural Transit Company - 


has ordered 375 of these meters to 
be installed upon its gas-electric 
equipment. The order is 
the result of exhaustive 
tests which have been 
made by the Philadelphia 
company on watt -hour 
meters designed for this 
purpose. The meter itself 
resembles the standard 
railway type of Economy 
watt-hour meter used in 
street railway and interurban elec- 
tric car work. Used on the buses, 
however, this particular meter has 
characteristics which give it an ex- 
cellent accuracy curve even under the 
greatly varying voltage and current 
conditions typical of the gas-electric 
drive. It is connected to measure 
the output of the gas-engine-driven 
generator and will therefore afford 
definite means for comparing the rel- 
ative efficiencies of the bus drivers 
and also for determining operating 
efficiencies of the individual gas- 
electric power plants. 

In addition, the kilowatt-hour in- 
spection dial feature of these meters 
will serve the shop maintenance de- 
partment in determining the proper 
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time for inspection and lubrication 
of equipment. The meter has three 
dials, each equipped with a moving 
and a stationary hand. The station- 
ary hand is set at a point represent- 
ing the amount of power which may 
be produced or consumed before in- 
Spection is necessary. When the 
moving indicator coincides with the 
stationary one, indication is given 
that inspection is due. After inspec- 
tion is made, the moving hand is 
reset at zero and another cycle of 
operation is started. This feature 
eliminates all bookkeeping formerly 
necessary by the shop forces to keep 
account of mileage and to pull the 
bus into the shop at the end of 2,000 
or 4,000 miles. The shop foreman 
or clerk, by a glance at the meter 
each night, may determine which 
particular bus is due for inspection 
and overhaul on the following day. 


Tapered Body Feature of 
New Headlight 


ESIGNED to fit the roofs of 
electric cars, a new headlight 
has just been placed on the market 
by the Electric Service Supplies 
Company, Philadelphia, Pa. This is 


an addition to the Golden Glow line 
and is specially designed for electric 
cars, self-propelled rail cars and the 
like, where installation on the roof is 
desirable. 


The body of the new 


Headlight Arranged to Fit Curvature of 
Electric Car Roof 


headlight is tapered and the seats 
are made so that they will conform 
to the curvature of electric car roofs. 
The main body of the new headlight 
is made in one integral cast alumi- 
num shell. Front and side doors are 
also of aluminum and are gasketed 
to make them weatherproof. All fit- 
tings are of bronze. This new head- 
light has been designated type 
RA-128. 
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Trustees Favor Boston 
Control Bill 


Interesting testimony about the Bos- 
ton Elevated Railway, Boston, Mass., 
representing official points of view, was 
given recently before the Massachusetts 
legislative committees on metropolitan 
affairs and street railways, sitting 
jointly. H. Ware Barnum, general 
counsel for the Board of Public Trus- 
tees, said that he spoke for the ma- 
jority of the board. He accepted, in 
general, the provisions of the bill. The 
extension of the public control for 
thirty years he approved. Such an ex- 
tension he regarded as necessary to 
economic financing, as it gives an ele- 
ment of certainty to the investment. 
Uncertainty of termination of public 
control, and private management, is 
more injurious to the financing, he said, 
than a certainty of private ownership 
would be. At least $6,000,000 is needed 
in the next five years to keep the pres- 
ent service going. 

Some people contend that the upkeep 
should come from earnings, so that if 
there is a proper depreciation account 
there is no need of new capital to main- 
tain the service. The fact is that all 
the items going into the property cost 
twice as much today as when obtained, 
and under the law this excess in cost 
for replacement purposes must come 
out of new capital, and not out of earn- 
ings. That is a proper provision, as 
otherwise the road would be building up 
out of earnings. 

When the report speaks of $6,000,- 
000 it bases this on a minimum require- 
ment, and Mr. Barnum estimated that 
the road really needs $2,500,000 a year 
of new capital. If it is allowed to sell 
preferred stock that improves its finan- 
ces more than the actual amount of the 
new stock issue, because it follows that 
new bonds may be issued to the same 
amount as the stock, and with the new 
capital the company would be in a posi- 
tion to keep pace with the growth of 
population and the proper demands for 
expansion of the transportation facili- 
ties. 

The proposed 30 years extension, Mr. 
Barnum thought, would give the neces- 
sary certainty and security to get low 
rates on the new money. The ten-year 
period which comes to an end in two 
years was not long enough for any com- 
prehensive financial plan. In reality 
it has been only a six-year period, be- 
cause the first four years were con- 
sumed in testing and determining the 
constitutionality of the law, and such 
proceedings do not encourage any long- 
term financing at favorable rates. It 
takes a much longer period to have any 
appreciable effect upon money rates. 

Frederic E. Snow, counsel for the 
Elevated, said he did not believe that 
extension of public control 30 years, 
with a dividend rate of 5 per cent, 
would restore stock to par, and that 


consequently he “did not feel that 
the purpose of the Legislature would be 
accomplished by the proposed bill.” 

Although he said he was not author- 
ized to speak for the common stock 
holders, Mr. Snow said he thought 
they are going to feel that they ought 
not to be asked to make the sacrifice 
involved in a cut in the dividend rate. 
“There is grave doubt about them ac- 
cepting any proposition of this kind,” 
said he. 

Mr. Snow said that although the di- 


rectors have passed no vote on the 
question of taking the road back, they 
are “ready to do it if the state decides 
to pass the road back.” Asked by 
Senator Rice whether upon return of 
the road to private ownership the di- 
rectors could finance it, give as good 
service at the same rate of fares as the 
public trustees, Mr. Snow said that it 
would take some time for the road 
to obtain new capital, and that the pub- 
lic would have to be content with the 
same service as at present. 


Fact-Finding Study of New York 
Transit Problems 
Causes of Congestion Outlined in a Report by the Regional Plan 


Committee—Traffic of Surface Cars, Buses, Elevated and 
Subway Lines and Steam Roads Is Analyzed 


ROWTH of the port of New York 

and the industrial business and 
residential communities which now form 
one metropolitan region has led to con- 
gestion in places of business and 
recreation, delays in movement and in 
the transaction of business and in- 
creased costs of handling freight and 
passengers. This problem has been 
studied by the Committee on the 
Regional Plan of New York and its 
Environs and a report prepared by H. 
M. Lewis, executive engineer. The 
purpose of the study was to obtain the 
knowledge of facts needed to formu- 
late*a plan. Review of certain pro- 
posals made by public bodies does not 
carry with it any indorsement of spe- 
cific projects and no definite suggestions 
are put forward on behalf of the com- 
mittee. Progress has been made in the 
development of a plan, but the time is 
not yet opportune for publication. 


ADDITIONAL FACILITIES NEEDED ON 
Vast SCALE 


Additional facilities of all types 
should be provided on a vast scale, the 
report states. While it is recognized 
that these cannot all be provided at 
once, the plans for them can be pre- 
pared, steps for carrying them out can 
be ‘tentatively determined upon and 
available funds can then be applied to 
the progressive execution of a broad 
scale plan, which will provide for and 
direct the future growth of the region. 

Experience in New York City has 
proved that population will follow 
transportation lines promptly and in- 
tensively. Their construction may lead 
either to increased congestion or to 
dispersion of business and industry in 
accordance with the amount of far- 
sightedness applied to the plan. The 
transit situation has grown so much 
more rapidly than the municipal au- 
thorities could estimate that the con- 
fusion is discouraging. 


City more than 1,000 franchises exist 
giving transportation companies the 
right to operate upon public property. 
The periods vary for which these fran- 
chises were granted, but a large per- 
centage of them are for long terms and 
many of them are perpetual. More 
than 200 operating companies hold 
these franchises. 


2,000,000 ENTER NEw York A DAy 


Of a total of more than 2,000,000: 
persons who enter Manhattan on a 
typical business day, 52.8 per cent come 
from Long Island, 29.8 per cent from 
the north, 15.6 per cent from New Jer- 
sey and 1.8 per cent from Staten Island. 
Almost two-thirds of the total number 
are carried by rapid transit facilities 
and less than 10 per cent by surface 
cars, while the trunk line railroads. 
carry only 6.1 per cent into the city. 
In 1925 the mileage of rapid transit 
main running track in New York City 
was more than 590. Of this amount, 
about 100 miles was built in the period 
from 1904 to 1909 and more than 260 
miles was added between 1914 and 1921. 
Since 1921 there has been no substan- 
tial increase in the mileage and the 
increase in traffic has heavily over- 
loaded the existing facilities. 

Concentration of buildings in the dis- 
trict below Fulton Street, Manhattan, 
an area of a little more than one-third 
of a square mile, is one important 
cause of congestion. The uptown busi-- 
ness area is more scattered, but also 
presents a serious transit problem. 
More than 40 theaters, seating nearly 
60,000, located within 1,000 ft. of the- 
intersection of Broadway and 42d Street 
cause a concentration of passenger 
traffic which has placed a dangerous 
burden upon the rapid transit stations. 

As congestion increases some form: 
of decentralization will be forced, and’ 
this probably can best be guided by~ 


In New York furnishing a system of belt line and- 
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bypass routes which would encourage 
a more desirable distribution. It 
would be possible to add to the volume 
of traffic entering Manhattan south of 
59th Street without constructing new 
transit lines by using to capacity all 
of the tracks and other facilities which 
are now only partially used. In the 
ease of the lines from the north cross- 
ing 59th Street, increased capacity 
ould be obtained only by lengthening 
the local platforms to accommodate 
longer trains or by constructing new 
lines. It would be desirable to supply 
as soon as possible such subway con- 
nections and facilities in Manhattan, 
Brooklyn and Queens as will make pos- 
sible the full utilization of East River 
crossings. After the completion of 
various changes now under considera- 
tion, the total possible ultimate increase 
of capacity across the East River on 
the lines of the Interborough ‘Rapid 
Transit Company would be only about 
18 per cent, and on the Brooklyn-Man- 
hattan Transit Corporation lines about 
100 per cent. The capacity of Inter- 
borough north and south lines on Man- 
hattan could be increased approxi- 
mately 13 per cent. 

In 1924 the total transit fares per 
inhabitant in New York City were 
about 450, having increased from 220 
in 1890 and 320 in 1910. Surface car 
riding increased steadily during the 
years from 1860 to 1900, but there has 
been comparatively little increase since 
the latter date. The present’ riding 
habit on surface lines is about 180. 
Fares collected along subway routes 
outside of the central business district 
correspond to an annual riding habit 
based on the adjacent population of 
about 260 fares per inhabitant. Sim- 
ilar sections of elevated railway sys- 
tems average 100 to 200 rides per in- 
habitant a year, varying with the 
type of development along the route. 


PEAK NOTED DURING SPRING SEASON 


Rush-hour traffic in the morning on 
the rapid transit lines is from 380 to 
584 per cent of the average hourly 
traffic, while the theater rush hour in 
the evening is from 112 to 156 per cent 
of the average hour. A study of sea- 
sonal variation of transit traffic indi- 
cates a peak during the spring months 
and a minimum in August. The ele- 
vated and surface lines both draw pas- 
sengers from the subway lines during 
the summer months. Elevated lines 
show the least seasonal variation of 
these three groups of facilities. 

Traffic on the surface lines has been 
practically stationary since 1914. It is 
believed, however, that this type of 
transit will continue to have its def- 
inite field. - 

Development of bus routes within the 
area has been mostly within the last 
ten years, and the growth of their busi- 
ness. in many places has been rapid. 
During 1922 a complicated system of 
bus routes: was proposed for New York 
City by the Department of Plant and 
Structures. More recently the Board 
of Transportation of New York City 
has developed proposals for bus routes. 

An interesting point brought out in 
the report is that a large part of the 
traffic carried during rush hours by the 
Fifth Avenue Coach Company is long- 


haul traffic, averaging 5.1 miles. The 
average length of haul on Manhattan 
surface car lines is only 2.05 miles. 
Average speed of the buses is 7.9 m.p.h. 
and of the cars 7.3 m.p.h. More than 
five times as many buses were operated 
in the rush hours on Fifth Avenue as 
surface cars on. Broadway or Madison 
Avenue. The buses, however, carried 
only 3% to 4% times as many passengers 
as did the cars. 

Estimates of future traffic are also 
included in the report. By 1965 it is 
estimated that about 4,500,000 persons 
may enter Manhattan on a typical busi- 
ness day by all lines of transportation. 

Passenger traffic and freight traffic 
problems of the existing steam railroad 


systems are considered in the report. 
Other sections deal with the use of 
waterways and with aviation. Airway 
transportation must be considered in 
planning for the future, but there is 
little chance of any serious competi- 
tion in the near future with existing 
ground systems of transportation. 

The danger of a network of rapid 
transit lines in the outlying parts: of 
New York City and the metropolitan 
sections of New Jersey, such as will 
encourage intensive development in 
those areas, should be avoided. A 
homogeneous business district is advan- 
tageous, but residential areas should 
possess variety and provide for both 
open and close development. 


$77,000,000 Valuation Fixed at Baltimore 


Finding Handed Down in United Railways Case, Long Pending Before 
Public Service Commission—President Disappointed with 
Final Figure—No Fare Increase to Be Sought 


ROPERTIES of the United Rail- 

ways & Electric Company, Balti- 
more, Md., were valued at $77,000,000 
as of Jan. 1, 1924, in an opinion handed 
down on March 9 by the Public Service 
Commission. The opinion brought to an 
end a case pending since Dec. 30, 1912. 

An order was passed continuing the 
present rate schedules for two years, 
commencing at last midnight and end- 
ing at midnight April 30, 1928. This 
order, however, may be changed by the 
commission any time within the two- 
year period. 


The commission expressed the opin- 


ion that “it would be unwise” to require 
the United “to embark on such an ex- 
periment” as the weekly pass. 

The majority opinion of the-commis- 
sion made an allowance of $7,000,000 
for easements (lands over which tracks 
are laid but not owned outright by the 
company) in the valuation figure. The 
United placed a value of approximately 
$18,000,000 on this item. 

J. Frank Harper, member of the com- 
mission, wrote a dissenting opinion, in 
which he refused to concur with Harold 
E. West, chairman, and Ezra B. Whit- 


ELEMENTS TAKEN INTO CONSIDERATION 
IN EVALUATING UNITED’S PROPERTIES 
The various elements taken into consideration by 

the Public Service Commission in determining the 

fair value of property owned by the United Railways 
are as follows: 


Cost to Reproduce New, Undepreciated: 


Company (including easements)..... $113,264,205 
Company (excluding easements)... .. 95,079,251 
People’s counsel (excluding ease- 

INOS) marie RIS oe ose cele 72,975,688 
Commission’s finding (excluding 

CGABCIVENT A): -rletee ele einysr ccs cs a 78,541,895 


Cost to Reproduce New, Less Depreciation: 


Company (including easements)..... 106,641,360 
comes (excluding easements)..... 88,456,406 
People’s counsel (excluding ease- 
IGA) Gr co 6 nich eoiy SAO te ieee 60,488,392 
Commission's finding (excluding 
PASCHNEDUS) Peri neiicle tise clas aie 70,100,645 
Securities: 
Par value..... 85,827,200 
Market value. .. 56,629,818 
Original Cost: 
Woman h iit til: ict stoi tcie:-. pleas 68,158,908 
(People's Gounsely.. Ga tec tidec vs es 57,000,000 
Original Cost in Present-Day Dollars: 
SOMATA VM te wae een ca IN eats av oop ene 100,087,000 
Company (less superseded property). 86,810,000 
People’s counsel.:....4........-5.-- 83,730,000 
People’s counsel (less' superseded 
TOMOKO a peste Waa wtp ou 0's sacri 71,410,000 


The commission allowed a total valuation of 
$77,000,000, including a $7,000,000 allowance for 
easements. 


man, the third member, in making any 
allowance for easements. 

C. D. Emmons, president of the com- 
pany, expressed disappointment at the 
low figure of the valuation. He pointed 
out that under the valuation the com- 
pany was entitled to a higher rate of 
fare, but stated that the company ex- 
pects to stand by its promise not to 
ask for any increase at present. The 
company has ten days in which to file 
with the commission a statement of 
agreement with the opinion or dissen- 
sion from it. Mr. Emmons said. 


Our own valuation, after depreciation and 
all kinds of allowances, was $88,000,000, 
exclusive of easements, which I thought 
represented the actual cash value of the 
property, but people’s counsel contended 
for $60,000,000, so it was quite evident at 
the trial that he didn’t really expect so 
low, a valuation. 

The commission allowed $70,000,000 for 
net value, exclusive of easements. In so 
doing they gave the people’s counsel and 
the car rider the benefit of very doubt and 
discounted every possible uncertainty in the 
proof. I think this was lower than we were 
entitled to. 

Our total income with proper allowances 
ation of $70,000,000. According to all the 
rules of courts and commissions we would 
be entitled, even on present valuation, to a 
higher rate of fare, but we have said we 
hoped to avoid applying for an increase 
unless taxes or similar charges further 
make it necessary. By this statement we 
expect to stand. 

The opinion shows such painstaking care 
that it is difficult to get into a complaining 
mood, 

It is a satisfaction also that the three 
commissioners are unanimous as to the 
main point—a minimum value of $70,000,- 
000, and that they differ only as to the 
$7,000,000 for easements. And it is a satis- 
faction also to find that the commission 
unanimously found our .investment value, 
counting all doubtful questions against us, 
was over $71,000,000. 

Our total underlying divisional bonds, 
funding and other notes, amounted as of 
the valuation date, to between $49.000,000 
and $50,000,000. The valuation is $77,000.- 
000 and excluding easements the unani- 
mous valuation is $70,000,000, so that these 
securities have an equity even under the 
worst conditions of 40 per cent, and in- 
cluding easements, of 55 per cent. 

Our securities are evidently selling below 
their proved asset value and I hope this 
prolonged investigation will finally set at 
rest the question of the value of our prop- 
erty and the reasonableness of our fare, 
and assure the ‘security holders of the 
soundness of their investment. 

Whether we shall appeal I cannot at 
present decide. I am satisfied that a review 
of all the questions involved will result in 
a higher rather than a lower valuation, 
especially as to amounts allowed for ease- 
ments. We will decide this after we have 
had a better opportunity to go over the 
opinion. 
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Special Limited Service Begun 
on Detroit Interurban 


“Royal Blue” limited cars were put 
into operation on March 8 between De- 
troit and Royal Oak and Detroit and 
Pontiac, on the Pontiac Division of the 
Detroit United Railway. The limited 
ears run on schedule providing a car 
every hour on the hour from 7 a.m. to 
5 p.m., leaving both Detroit and Pontiac 
terminals. Additional local interurban 
service varying from fifteen-minute to 
half-hour intervals between terminals, 
with a ten-minute rush-hour service in 
the morning between Birmingham and 
the Ford plant in Highland Park, has 
been announced by A. L. Drum, execu- 
tive manager for the Security Trust 
Company, and W. C. Dunbar, receivers 
for the Detroit United system. All of 
the new equipment is not available to 
complete the improved service, but in 
the two or three weeks intervening the 
new schedules are to be in effect. 

The limited cars which have already 
started in operation have bodies of 
royal blue and are decorated on the out- 
side with pictures of the Indian chief 
Pontiac, “the Chief of the Ottawas.” 
The new cars for local service are sand 
color. The all-steel de luxe chair car 
with observation platform has another 
color scheme, including the green band 
around thé*center of the body. 

These changes are in accord with the 
improvements and economies planned 
for the Detroit United lines by the re- 
ceivers. Other changes and improve- 
ments are planned for the coach lines 
now operated in connection with the 
D.U.R. system. 

It has been announced that double- 
deck buses for rush-hour service will 
be put on the route between Royal Oak 
and the Ford factory, and in addition 
there will be another series of double- 
deck sightseeing buses for summer 
service on the Woodward super-highway 
between Detroit and Pontiac. 

The receivers have been authorized 
by Judge Charles C. Simons to pay 


the city of Detroit $48,500 for rental - 


of tracks and power for two years. The 
order is made contingent on the fact 
that the payment does. not deplete the 
operating funds of the railway. 


No Formal Wage Demand Yet 
in New York State 


Employees of the New York State 
Railways in Rochester, Syracuse and 
Utica are beginning conferences pre- 
paratory to making demands for a re- 
vised wage and working agreement for 
the year that begins May 1. No formal 
program has been adopted, but a de- 
mand for an increase in wages, at least 
5 cents an hour for all classes, was said 
to be assured. 

Adoption of a definite program hinges 
on whether the Rochester union shall 
submit its demands separately from the 
workers in Syracuse and Utica. 

Last September the Rochester men 
voted to ballot on contract proposals 
separately. This action followed the 
Rochester union being voted down by 
the preponderance of the Syracuse and 
Utica vote in the last poll on wage 
agreements. 

In Rochester an 8-cent fare went into 
effect on Jan. 1. While the railway has 


asked for a similar fare increase (of 
1 cent) in the two other New York State 
cities, the proposal is pending before 
the State Public Service Commission, 
with little likelihood: of its beng ad- 
justed before the time for voting on a 
yearly wage contract. 

Rochester employees are likely to ask 
for power to bargain separately in the 
belief that the fare increase granted in 
their city will give them added ground 
for their request for higher pay. 


Merchants Interviewed on 
Proposed Subway 


Chicago merchants may pay a sub- 
stantial part of the cost of the new 
subway which the city expects to build 
under the loop district in 1927 or 1928. 
Marshall Field & Company, owner of 
two of the seven blocks on State Street, 
have agreed to contribute. 

The city, through a special commit- 
tee headed by Alderman Albert, is 
interviewing the merchants who will 
derive the most benefit from a subway. 
The Field promise is believed to have 
set a precedent that makes the com- 
mittee’s work simple. 

Owing to legal obstacles in the way 
of a collection of benefits for subway 
building, no official “negotiations” have 
been launched, but material is being 
collected to determine whether the 
response of the merchants will make it 
worth while to get special laws passed 
at the next Legislature to cover their 
contributions. 


Albany Fare Hearing Deferred 


No definite date has been set for a 
hearing on the application of the 
United Traction Company, Albany, N. 
Y., for an increase in fare from 7 cents 
to 10 cents cash or thirteen tokens for 
$1. The matter was held in abeyance 
by the Public Service Commission due 
to the death of Mayor Hackett of Al- 
bany. It is expected the commission 
will fix the date for some time in April. 

John Boyd Thatcher, second, who has 
succeeded Mr. Hackett as Mayor, has 
announced that he will carry out the 
policies and program of his predecessor 
so far as possible. It is understood 
that the Corporation Counsel of the city 
of Albany is preparing to oppose the 
application for an increase in fare in 
so far as legal means may prevail. 

Linked with the increase sought in 
the capital district is the application 
of the New York State Railways for 
increases in Utica and Syracuse. 


Bridge Between Kentucky and Indi- 
ana Needed.—Prospects appear rather 
bright at this time for eventually secur- 
ing an interstate bridge at Louisville, 
connecting Louisville with southern 
Indiana, for passenger, vehicular and 
street car use, to operate for approxi- 
mately 25 years as a toll bridge, after 
which it would become a free bridge. 
At the present time there are three 
railroad bridges, two of which are 
used by interurban cars and one has 
roadways for automobile traffic. Bills 
have been introduced in Congress by 
Kentucky Representatives and Senators 
and enabling acts are now in the Ken- 
tucky Legislature. The proposed 
bridge would cost about $4,000,000. 


Springfield Supports 
Rehabilitation Plan 


Support has been extended by the 
City Council of Springfield, Mass., to 
the rehabilitation plans of the New 
Haven road in connection with the 
Springfield Street Railway system. 
Springfield will join with Worcester in 
asking for legislation to proceed with 
the proposed plans. The order of the 
City Council follows: 

Ordered, if the Common Council concur, 
that the Mayor be and is hereby authorized, 
in the name and on behalf of the city, to 
petition the General Court of Massachusetts 
that it take favorable action on the petition 
that the New York, New Haven & Hartford 
Railroad be authorized to acquire and hold 
the securities and properties of the New 
England Investment & Security Company ; 
provided, however, before using such favor- 
able action, the Mayor shall request the 
General Court to amend said bill by adding 
at the end thereof an additional section 
providing that so much of the bill as re- 
lates to the Springfield Street Railway, the 
Springfield Railways and the New England 
Investment & Security Company, controlling 
the operation of street cars in Springield, 
shall take effect upon its acceptance by 
vote of the City Council of the city of 
Springfield. 

The directors of the New Haven have 
met and officially approved the report 
for the rehabilitation of the Springfield 
system. The plans involve an expendi- 
ture of $1,500,000, which includes new 
rolling stock, additions to lines and new 
trackage. The proposed changes at 
Worcester in the Worcester Consoli- 
dated Street Railway were also ap- 
proved. They involve an expenditure 
of $1,000,000. The proposed amend- 
ment to the petition by the City Council 
of Springfield was also approved as a 
reasonable request. 

Vice-president E. G. Buckland of the 
New Haven does not approve of the 
wording of the order as constructed by 
the City Council, as it does not allow 
the New Haven to take over the New 
England Investment & Securities Com- 
pany without the approval of the Coun- 
cil. This, however, will be rectified at 
the preliminary hearing in Boston. 

The bill to the Legislature is divided 
into three parts. It grants the New 
Haven railroad the authority to take 
over the holdings of the New England 
Investment & Securities Company, 
makes its control over the Springfield 
Street Railway effective subject to the 
approval of the City Council of Spring- 
field and makes its control of the 
Worcester Consolidated Street Railway 
subject to the approval of the City 
Council of Worcester. 

In commenting on this line of action 
Mr. Buckland said: 


This will allow us to negotiate with the 
owners of stock when the enabling act is 
passed by the Legislature. We will not, 
however, be allowed to take over manage- 
ment and control of the trolley systems 
until the local City Councils have given 
their approval. 

I do not want any misunderstanding about 
the railroad’s attitude. It has been said the 
railroad is insistent upon certain terms. 
In fact, we have been guided by the recom- 
mendations of the joint survey committee 
and approve its expert advice as to what 
improvements would modernize the Spring- 
field system. The traffic expert of Spring- 
field was a member of the committee and 
I understand that Mayor Parker is pleased 
with the contents of the report. Therefore 
our attitude is formed on the basis of the 
judgment of these experts. 


The hearings on the matter before 
the Legislature at Boston are to start 
at once, and it is expected they will be 
completed by March 17. 
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110-Mile Electrification 
in Prospect 


Electrification of the Springfield, 
Havana & Peoria Railroad, Springfield, 
Ill., is now.under consideration, accord- 
ing to J. F. Gilchrist, a vice-president 
' of the Commonwealth Edison Company, 
the new owner of this stretch of the 
old Chicago, Peoria & St. Louis Rail- 
way. Mr. Gilchrist is also president 
of the Chicago & Illinois Midland Rail- 
way, a 30-mile coal road which has 
acquired by lease the Springfield, 
Havana & Peoria. The new owners 
plan to expend a considerable sum in 
rebuilding the Springfield, Havana & 
Peoria, which extends from Springfield 
to Pekin, having 110 miles of trackage. 


Milwaukee Authorized to Build 


Freight Line 


Ruling that the Wisconsin Railroad 
Commission need not heed zoning or 
civic planning activities in granting 
- certificates for rail lines, the Wiscon- 
sin Supreme Court denied the petition 
of the Milwaukee County Board and 
the County Park Commission for a 
rehearing on the order under which the 
Milwaukee Electric Railway & Light 
Company was granted authority to 
build and operate a freight line from its 
Lakeside power plant west through 
Tippecanoe and the town of Lake to 
connect with the main system of the 
Chicago, Milwaukee & St. Paul Rail- 
way. 

This new decision finally ends the 
long controversy which the county 
waged against the building of this line. 
Objection was made to the line run- 
ning through a proposed residential 
section when it could have been built 
further south in a district that is to 
be industrial in character. When the 
commission issued a certificate of con- 
venience and necessity for the building 
of the line on Sept. 22, 1924, county 
and town authorities appealed to the 
Dane County Court. The court set 
aside the commission’s order, but the 
commission reissued the certificate on 
May 30, 1925, without another hearing. 
Appeal was then taken to the Supreme 
Court, which upheld the findings of the 
commission. Motion was then made 
for a rehearing, which was denied, 
emling the fight. 


New Parking Plan in Philadelphia 
Highly Beneficial 


J. H. M. Andrews, assistant vice- 
president of the Philadelphia Rapid 
Transit Company, speaking before the 
Philadelphia alumni of the Massachu- 
setts Institute of Technology at the 
Engineers’ Club on March 3, made the 
following statements: 


A recent check made by the Philadelphia 
Rapid Transit Company shows a very direct 
benefit to the car riders, who compose 90 
per cent of the users of the downtown 
streets, brought about by the new parking 
regulation on Chestnut and Walnut Streets. 

The result to the car rider under the new 
ordinance has been a 14 per cent increase 
in speed, which to the man boarding a car 
at Front and Walnut Streets means about 
four minutes saving in his ride to 20th and 
Walnut Streets. 

A check has been made of the length. of 
time required for a street car to operate 
eastbound from 20th and Chestnut Streets 
to Front Street, to Walnut Street.and west- 
bound to Nineteenth and Walnut Streets. 
The result showed that the average journey 


at the hour selected for the check was 
made in 334 minutes. Checks made at the 
same hour and under similar conditions on 
Jan. 6 and on Jan. 20 showed that the 
same journey required from 38 to 40 min- 
utes prior to adoption of the present “no 
parking” plan. 

The total saving in time and money to 
the users of Chestnut and Walnut Streets, 
to the merchants and to the community 
generally is incalculable. Traffic conges- 
tion in American cities*costs $1,500,000,000 
a year, 
appointed by 
Hoover. 


Secretary of Commerce 


Permissive Recapture Legislation 
for New York City Introduced 


Mayor Walker of New York has sent 
to Albany and had introduced to the 
Legislature under bipartisan auspices a 
bill which would give power to the 
Board of Estimate to negotiate for the 
recapture of obsolete surface lines in 
the city. The bill is permissive in char- 
acter. If, after a public hearing, it 
should be determined by the Board of 
Estimate that a line has outlived its 
usefulness, the board can decide that its 
tracks should be removed, and with the 
approval of the Mayor may enter into 
an agreement with the railroad or oper- 
ators on terms of surrendering the 
property. With an agreement reached, 
the franchise would be voided and the 
tracks ripped up, the city paying with 
proceeds from serial bonds or short- 
time securities. 


Accident Competition Renewed 
in Chicago 


A one-year accident prevention con- 
test was started in February among 
the many divisions of the Chicago 
Surface Lines, under the direction of 


‘Victor E. Noonan, supervisor of ac- 


cident prevention. It is an amplification 
of an experimental contest conducted 
last year with great success, according 
to Surface Lines employees. 

Meetings that are being conducted 
are well attended. Scores will be 
posted monthly, with divisions rated 
on ten classifications of accidents and 
figured in proportion to the car-miles 
of each division. The ten classifica- 
tions are: 


1. Fatal accidents to trainmen or other 
employees. 
2. Fatal 
public. 
. Boarding or alighting accidents. 
. Collisions with vehicles. 
. Persons struck by cars. 
. Collisions of cars. 
. Brushed off steps (cars in motion). 
. Thrown in car by start or stop. 
. Employees injured on duty. 
. Blind cases. 


A percentage of ten will be perfect 


in each classification. Prizes will be 
awarded to winning divisions. 


accidents to passenger and 


CSCEONHAOPS 


Transportation Study at 
New Bedford 


The New Bedford, Mass., City Plan- 
ning Board has prepared a study, re- 
produced in the New Bedford Sunduy 
Standard on March 7, on the position 
of the highways of today, how far they 
will be able to meet the needs of the 
people, and just what the big unsolved 
problem for the municipalities is today. 
The board’s survey outlines aims sought 
and results of various methods tried. 
It discusses parking space versus travel 
lanes, loading space within buildings, 
store garages versus branch stores, 


according to a special committee- 


staggered closings and other important 
problems in the traffic tangle. It is 
the opinion of the board that the great- 
est advance in the solution of the prob- 
lem will be attained when each user 
of the streets considers the safety and 
convenience of others as well as his 
own. 


Loss in Atlanta Freight Receipts 


Permission to abandon freight and 
express service on all of its interurban 
lines has just been asked of the Georgia 
Public Service Commission by the 
Georgia Railway & Power Company, 
Atlanta. The two interurban lines 
affected are the Atlanta Northern, 
running between Atlanta and Marietta, 
Ga., and the Stone Mountain interur- 
ban, operating between Atlanta and 
Stone Mountain. The petition referred 
to the increasing use of automobile 
trucks as well as to the passenger 
automobile as the cause for the slump. 
Figures in the petition show a de- 
crease in net freight and express rev- 
enue from $14,938 in 1919 to $4,543 
in 1925. The net loss in 1919, the peti- 
tion further states, was $8,647, increas- 


‘ing to $10,857 in 1925. 


Business Men Will Help Preserve 
Indiana Line 


To insure the continued operation of 
the Evansville Suburban & Newburgh 
Railway, Evansville, Ind., something 
must be done in the way of increased 
patronage. The company recently in- 
stalled one-man cars on its lines with 
the hope of reducing expenses. The 
Business Men’s Association of Boon- 
ville, Ind., has taken steps to lend 
assistance to the line. A committee 
will be appointed to call on the business 
men and ask them to patronize the 
railway. It was pointed out by this 
association that the bus lines and 
trucking associations operating between 
Evansville and Boonville have cut 
deeply into the business of the traction 
company. The company operates a line 
from Evansville to Newburgh, a dis- 
tance of 10 miles, and from Evansville 
to Boonville, a distance of 18 miles. 
An improved state highway starting at 
Evansville runs through Boonville and 
on to French Lick. 


Advertising Emblem Sought 
at Cincinnati 


After trying unsuccessfully for three 
months to obtain an appropriate trade- 
mark from private artists, the Cincin- 
nati Street Railway, Cincinnati, Ohio, 
has announced that it would give $50 
for an acceptable drawing of such an 
emblem to be used for general adver- 
tising purposes. The contest is open to 
all school children and to the general 
public. If the winning emblem should 
be submitted by more than one person 
the prize will be divided proportionately. 
“We want a trademark that will stand 
the test of time and that will properly 
represent the safe, dependable all-day, 
all-night, all-the-year-round transporta- 
tion service of the Cincinnati Street 
Railway,” said. Hudson Biery, director 
of public relations. He said that the 
design must be simple, that the trade- 
mark may include words or letters, may 
be symbolic or be purely a design. 
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Philadelphia May Run Subway 


Mayor Kendrick of Philadelphia, Pa., 
in a recent statement threatened munic- 
ipal operation of the Broad Street sub- 
way in the event of failure to reach an 
agreement with the Philadelphia Rapid 
Transit Company for its operation. The 
Mayor’s statement protests against the 
‘ultimatum of the company in claiming 
back dividends for the company’s stock- 
holders under the 1907 city-transit 
contract and expresses the hope that 
negotiations for operation of the $100,- 
000,000 investment may be entered into 
with a spirit of fair play. 


Wage Demands Made at Des Moines 
—Demands have been made by the em- 
-ployees of the Des Moines City Railway, 
Des Moines, Iowa, for a 5-cent wage 
increase with time and a half for all 
Sunday and holiday work. The present 
maximum is 60 cents an hour. 


Prefer Street Car in Marinette.— 
Preference for the retention of street 
car service instead of replacement by 
‘bus service was the unanimous choice 
of the Marinette, Wis., City Council 
-when it turned down the petition of the 
Menominee & Marinette Light & Trac- 
tion Company asking permission to in- 
stitute trial bus service on its un- 
‘profitable Pierce-Hall Avenue line. 

Interurban Rates Increased.—Another 
change in interurban fares has been 
-announced by the Chicago, South Bend 
& Northern Indiana Railway, South 
‘Bend, Ind. The increase recently ap- 
proved by the Indiana Public Service 
Commission brings the fares from 2 to 
‘24 cents a mile. The increase followed 
similar action on bus fares in that sec- 
tion. The company officials said they 
were unable to pay operating costs on 
‘the present income. The company has 
been going through a period of experi- 
mentation with reduced fares as a re- 
‘sult of bus competition. Commutation 
rates by which travellers can buy $5 of 
transportation for $3.75 still hold good. 

Fare Increase in Evansville.—A 1-cent 
fare increase in Evansville, Ind., has 
been ordered by the Indiana Public 
Service Commission following the re- 
quest of the Southern Indiana Gas & 
Electric Company, owner and operator 
of the Evansville street car lines. Under 
the new rule, patrons will pay 7 cents 
‘for a single fare, and will receive only 
sixteen checks for $1, instead of a 6- 
cent fare or twenty checks for $1, as in 
the past. Increase in automobile traffic 
-and consequent falling off in passenger 
traffic on its lines was given by the 
company as the chief reason for seeking 
an increased fare. 

Mrs. Charles Henry Dies at Indian- 
apolis.—Mrs. Charles Henry, 72 years 
old, wife of Charles L. Henry, pres- 
ident and receiver of the Indian- 
-apolis & Cincinnati Traction Company, 
ploneer traction man of Indiana, died 
recently at her home in Indianapolis, 
following an extended illness. She mar- 
vied Mr. Henry 51 years ago. Mrs. 
Henry is survived by her husband, four 
-daughters and one son. 
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Recent Bus 


evelopments 


Application for Gas-Electric 
Operation in Buffalo Renewed 


Ernest M. Howe, Detroit, has re- 
newed his application before the City 
Council of Buffalo, N. Y., for a permit 
to operate 5-cent gas-electric buses 
over 71.5 miles of streets on thirteen 
routes in the city. Recently the Public 
Service Commission rejected Mr. Howe’s 
application for a permit to operate in 
Buffalo when he failed to reveal plans 
for financing the project. It is now 
reported the company represented by 
Mr. Howe has been financed by New 
York interests. 

Of the $1,600,000 necessary to start 
operations on the 5-cent bus lines in 
Buffalo, Mr. Melville informed the 
municipal authorities that $1,200,000 
has been raised and Mr. Howe has 
sailed for England to secure the re- 
maining $400,000 capital. The Tilling- 
Stevens gas-electric buses will be used 
by the Buffalo Omnibus Corporation, of 
which Charles P. Norcross, vice-presi- 
dent of O. J. Gude & Company, outdoor 
advertisers, is president. 

Opposition to the Howe bus pro- 
posals was entered by the International 
Railway, Buffalo, and its subsidiary the 
International Bus Corporation. 

Mayor Frank X. Schwab charged at 
the Council hearing on the bus pro- 
posals that the International Railway 
is a “confessed bankrupt” and is seek- 
ing to saddle its “$40,000,000 debt on a 
bus company, so that if the traction 
company becomes bankrupt in fact it 
could still operate as a bus company.” 


Bus Hearing in New York 
on April 8 


The Board of Estimate of New York 
on March 11 postponed until April 8 
the statutory hearings on 29 applica- 
tions for bus franchises, presented by 
24 companies. Mayor Walker informed 
the applicants that the board felt 
that the statutory hearings should not 
be held until they had completed an 
analysis of the offers. According to 
the Mayor the board will reach no con- 
clusion until all the petitioners have 
been examined and their offers weighed 
in executive session. 

John A. Ritchie, chairman of the 
board of directors of the Fifth Ave- 
nue Coach Company, declared that the 
company would be ready on a week’s 
notice to supply full service on all 
eleven routes which it has proposed to 
operate in the Bronx. 

Mayor Walker held his usual weekly 
transit conference with members of the 
Transit Commission and the Board of 
Transportation. 


Service in Cincinnati on April 1 


Service will be started on April 1 on 
two crosstown lines by the Cincinnati 
Street Railway, Cincinnati, Ohio, with 
the first bus consignment representing 
23 buses. In the meantime this equip- 
ment will be held in storage at the 
plant of the Cincinnati Car Company in 


Winton Place. The two routes first to 
be operated intersect nineteen electric 
railway lines. The buses are of Mack 
make with Bender bodies, are orange 
colored with cream top, have aluminum 
bodies, a seating capacity of 29 pas- 
sengers and are upholstered in leather. 
A feature is a vacuum booster brake, 
which is an added safety factor. The 
street railway has received a large 
number of applicants for the position 
of bus operators. Preference will be 
given to present employees where they 
are found to be fitted for the work. 


City Lines in Indiana Under 
Commission Rule 


Operation of bus lines wholly within 
the limits of a municipality under the 
terms of a municipal ordinance licens- 
ing the local bus lines does not exempt 
the lines-from the jurisdiction of the 
Indiana Public Service Commission in 
its administration of the new motor bus 
law. This is the opinion rendered by 
Arthur L. Gilliom, Attorney-General, 
to the Indiana Public Service Commis- 
sion. The question was whether such 
operation came within the classification 
of a contract which is exempted from 
the commission control by the bus law. 
The controversy arose at Connersville. 


Joint Operation Over Camden 
Bridge Suggested 


Joint operation of a bus line over the 
Delaware River bridge between Phil- 
adelphia, Pa., and Camden, N. J., by 
the Philadelphia Rapid Transit Com- 
pany and the Public Service Railway 
of New Jersey was proposed on March 
6 by the Philadelphia company. A new 
company, the stock of which would be 
owned equally by the two concerns, 
would be formed if the proposal is 
accepted by the bridge commission. 


Trial Service Abandoned.—The Mil- 
waukee Electric Railway & Light Com- 
pany, Milwaukee, Wis., has abandoned 
the operation of bus service on Grand 
Avenue from Thirty-sixth Street to 
Hawley Road in Milwaukee, started on 
Dec. 28 as a trial line. Lack of pat- 
ronage led to the suspension. 

Seeks Increase in Bus Rates.—The 
Indianapolis & Cincinnati Traction 
Company filed with the Public Service 
Commission on March 4 a petition ask- 
ing authority to increase its rates of 
fare for its bus line operating between 
Indianapolis and Shelbyville, Ind. The 
present rate is 2 cents a mile for 
straight fares and 1.49 cents a mile for 
commutation tickets. The company asks 
that a straight 3-cent fare be estab- 
lished, that tickets be interchangeable 
between the bus line and traction line, 
and that permission be granted for 
the baggage of bus passengers to be 
carried on the traction cars. Recently 
the company purchased the last of its 
bus competitors when it took over the 
Red Ball lines between Indianapolis and 
Shelbyville. 
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Keeping Pace with Needs.—The 
Wisconsin Gas & Electric Company, 
Kenosha, Wis., will improve its city 
bus service by the installation of three 
additional buses costing $9,000 each. 
A $70,000 garage and storeroom are 
under construction for the accommoda- 
tion of the buses. 

Buses Between Collinsville and East 
St. Louis.—The Illinois Commerce Com- 
mission on Feb. 24 granted the East 
St. Louis & Suburban Railway a cer- 
tificate of convenience and necessity for 
the operation of buses in intrastate 
business between Collinsville, Ill., and 
East St. Louis, Ill. This line, operated 
by the Red Line Company, a subsidiary 
of the East St. Louis & Suburban, had 
been operating intrastate business be- 
tween Collinsville and Greenville and 
continues into St. Louis. 


Seeks Permission to Buy Bus Cer- 
tificates Authority to buy bus certifi- 
cates held by the Anderson Bus Cor- 
poration, Anderson, Ind., is asked in a 
petition filed with the Indiana Public 
Service Commission by Arthur W. 
Brady, receiver for the Union Traction 
Company. The bus corporation holds 
six certificates authorizing the opera- 
tion of bus routes wholly within the 
city of Anderson. 


New Bus Route Opened.—The new 
Lemay Ferry Road bus route of the St. 
Louis Bus Company, subsidiary of the 
United Railways, St. Louis, Mo., went 
into service on March 8. It extends 
from Broadway and Koeln Street, St. 
Louis, to Point Breeze, on the Lemay 
Ferry Road in St. Louis County. A 
fare of 7 cents for adults and 3 cents 
for children is charged, but no, trans- 
fers to the lines of the United Railways 
are furnished. The buses connect with 
the Broadway and Bellefontaine divi- 
sions of the railway. 


Opposes Intrastate Business.—The 
Eastern Massachusetts Street Railway 
in a petition to the United States Dis- 
trict Court has sought an injunction 
to restrain the Abbott Motor Coach 
Company from carrying on an intra- 
state business between Brockton, Mass., 
and Providence, R. I.. The injunction 
was granted March 8 by Judge Brew- 
ster. The bus line will be allowed, 
however, to continue its interstate busi- 
ness between these two points. 


New Schedules Planned.—Buses will 
replace trolley cars, beginning March 
15, on the Hartford & Springfield Street 
Railway, East Side line, between Ware- 
house Point and the Connecticut state 
line, and also on the Somers division, 
where a limited schedule has been main- 
tained for trolley cars for several 
months. An exception will be made on 
Saturdays, however, when the present 
schedule will be maintained, and on 
other weekdays school and workmen’s 
extras will be run. The existing car 
service will be maintained from Ware- 
house Point south to connect with the 
Connecticut company’s system. In place 
of the trolleys on the northern end, 
buses will be run every half hour be- 
tween Thompsonville, Conn., and Spring- 
field, Mass., and hourly bus service 
will be given on the Somers division 
and also south of Warehouse Point, 
where buses are used to supplement the 
trolleys. 
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Net in Duluth Much Higher 


Earnings of 100-Mile System in Pacific 
Northwest Cities Show Marked 
Progress in 1925 


The net income transferred to profit 
and loss of the Duluth-Superior Trac- 
tion Company, Duluth, Minn., for 1925, 
showed an increase of $41,857 compared 
with the year previous. The increase 
in operating expenses and taxes indi- 
cated in the accompanying table is due 
to vacation allowances to employees, an 
increase in personal property taxes in 
the city of Duluth and the cost of bus 
operation. The sum of $59,286 was ex- 
pended for renewals and charged 
against the depreciation reserve. For 
additions to property during the year 
$216,237 was spent. 

In his annual report to the stock- 
holders, A. M. Robertson, president, re- 
ferred to the steps taken to develop the 
bus transportation business. He tells 
the history of the Duluth Coach Com- 
pany, which later changed its name to 
the Duluth-Superior Coach Company. 
The outstanding stock of this company, 
$61,600, is all owned by the Duluth- 
Superior Traction Company. 

In July the Duluth Street Railway, a 
subsidiary of the Duluth-Superior 
Traction Company, purchased the local 


jitney bus business in Superior, thus 
eliminating all remaining bus competi- 
tion in both Duluth and Superior. No 
extensions of railway lines were made 
during the year in Duluth or Superior. 

The Duluth Street Railway amended 
its articles of incorporation to provide 
for an issue of 7 per cent preferred 
stock and offered $500,000, par value, 
for sale in limited quantities ‘through 
its own employees. The offering was 
made on March 16, 1925, and at the 
end of 22 days the amount was fully 
subscribed. The stock was sold to em- 
ployees at 96 and to the local public at 
98. At the close of business on Dec. 
81, 1925, these 5,000 shares were dis- 
tributed among 1,653 holders in Duluth, 
Superior and immediate vicinity, 337 
employees of the company being the 
owners of from one to seventeen shares 
of this preferred stock. 

The report goes into detail on the 
fare controversy waged by the Duluth 
Street Railway, the subsequent court 
hearing and a decision of the Supreme 
Court of Minnesota sustaining the 
lower court, which “will remove the 
last legal obstacle delaying a hearing 
by the commission on the company’s 
application for an increased fare.” 

Some statistics on the railway opera- 
tion only are included in the accom- 
panying tables. 


CONSOLIDATED INCOME STATEMENT OF 
THE DULUTH-SUPERIOR TRACTION 
COMPANY 
Operating revenues: 


Revenue from transporta- 
TROD Raat. a a ntnayes ioe 
Revenue from other opera- 


1925 1924 


$1,928,624 $1,774,763 


TODS ase sine tenes 14,868 14,638 
Total operating revenues $1,943,493 $1,789,402 
Operating expenses: 
Way and structures....... $209,908 $206,146 
BIQuipMent.....c)aac0 0a cy 225,193 194,919 
POWEtocahtle cin sive wie alie ans 178,704 175,939 
Conducting transportation 729,398 689,660 
AION dea) at bat Raiaael sare 2,521 967 
General and miscellaneous. 243,109 228,404 
Transportation for invest- 
ment—Credit........ —10,823 —9,980 
Total operating expenses $1,578,012 $1,486,058 
Net revenue from opera- 
HAO ae cet elaes » $365,480 $303,343 
Taxes assignable to operations $139,294 $113,313 
Operating income....... $226,186 $190,029 
Non-operating income: 
Income from funded secu- 
PUICS Chee. a selee $15,169 $8,713 
Income from unfunded se- 
curities and accounts. . 2,456 2,050 
Income from sinking fund 
and other reserves... . 13,980 14,199 
Miscellaneous income..... 465 397 
Total non-operating in- 
COMOI Ey He A clases cele $32,070 $25,359 
Gross income.......... $258,256 $215,389 
Deductions from gross income: 
Interest on funded debt.... $171,054 $172,651 
Interest on unfunded debt. 2,736 127 
Miscellaneous debits...... 604 606 
Total deductions from 
gross income......... $174,395 $173,385 
Net income transferred to 
profit and loss........ $83,861 $42,004 


STATISTICAL STATEMENT OF THE DULUTH- 
SUPERIOR TRACTION COMPANY 


(Street Railway Only) 


1925 1924 

Total revenue.............. $1,905,001 $1,814,759 
Total operating expense, in- 

cluding depreciation...... $1,494,898 $1,457,342 
INétréventie i. eis i. $410,102 $357,417 
Revenue passengers carried.. 30,638,092 29,204,274 
Transfers redeemed......... 5,309,085 5,104,670 
Operating, per cent of rev- 

enue, taxes included...... 85.58 86.55 


COMPARATIVE STATEMENT OF RAILWAY 
OPERATING REVENUES* 


* Above comparative statement has been made to 
conform with the Interstate Commerce Commission’s 


classification of accounts. Non-operating income not 


included. 


TRACK MILEAGE AND PASSENGER EARN- 
INGS PER MILE OF THE DULUTH- 
SUPERIOR TRACTION COMPANY 


(Street railway only) 


Total miles, single track.........-..+-++ 16.40 
Total miles, double track.............+- 43.56 
Total miles, special track.............+. 6,21 
Total miles, all track reduced to single... 109.73 
Average total miles, all track reduced to 

single, operated during 1925........-. 109.71 
Total miles of street and right-of-way 

occupied by tracks, 1925...........+- 59.97 
Average total miles of street and right-of- 

way occupied by tracks, operated during ; 

CVE neces ockp aones Pe DOGEDG ws 59.97 
Revenue from transportation, per mile 

single track............. Ee igiers alehaleis Rak $16,936 
Revenue from transportation, per mile 

street occupied by tracks...........+++ $30,984 
Revenue from transportation........-++ $1,858,144 
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$539,914 Carried to Surplus by 
Midland Utilities 


Rapid development of the Midland 
Utilities Company, Chicago, an invest- 
ment company which owns or controls 
public utility companies in northern 
Indiana and western Ohio, is shown by 
the first annual report prepared to cover 
the calendar year 1925. The Midland 
Utilities began business on June 22, 
1928, but its securities were not offered 
to the public until March, 1925. 

The annual report shows the total 
income of the company in 1925 was 
$2,985,781.60, compared with $2,118,716 
in 1924. Net income for the last year 
was $2,287,912, compared with $1,517,- 
104 in 1924. After the payment of 
dividends on the prior lien and pre- 
ferred stocks and $219,048 paid on the 
common stock, $539,914 was carried to 
the surplus account, which on Dec. 31 
aggregated $1,115,607. 

The Midland subsidiaries at the close 
of 1925 were furnishing electric, gas or 
transportation service to 194 commu- 
nities, as compared with 118 commu- 
nities served on Dec. 31, 1924. The 
estimated population served increased 
from 600,000 in 1924 to 850,000 at the 
close of 1925. 

The principal operating subsidiaries 
in the Midland group are the Northern 
Indiana Gas & Electric Company, 
Northern Indiana Public Service Com- 
pany, formerly called the Calumet Gas 
& Hlectric Company; Indiana Service 
Corporation, Gary Railways, Chicago, 
South Shore & South Bend Railroad 
and West Ohio Gas Company. 


Philadelphia-New Jersey Merger 
Not Yet Accomplished 


No definite plan of merger has been 
accomplished by the Trenton, Bristol 
& Philadelphia Street Railway, the 
Pennsylvania-New Jersey Railway and 
the Frankford, Tacony & Holmesburg 
Street Railway. It was said in the 
spring of last year that. plans were 
under way for a consolidation of three 
electric railways through which there 
would be a direct route from Bridge 
Street and Frankford Avenue, Phila- 
delphia, to Trenton, N. J. The Trenton, 
Bristol & Philadelphia Street Railway 
and the Pennsylvania-New Jersey Rail- 
way are controlled by the same inter- 
ests, which also have a minority in- 
terest in the Frankford, Tacony & 
Holmesburg Street Railway. 


Status of Connecticut 
Line Explained 


Action pending to foreclose the two 
mortgages on what was originally the 
Groton & Stonington Street Railway, 
now underlying mortgages on the prop- 
erty of the Groton & Stonington 
Traction Company, Groton, Conn., is 
intended to clear the title to these prop- 
erties and create one unified property 
all owned by the traction company. So 
far as the Groton & Stonington Street 
Railway is concerned it is non-existent. 
It was liquidated in 1916. The track- 
age became the Groton and Stonington 
Division of the Shore Line Electric 
Railway. On Jan. 1, 1923, the receiver 
of the Shore Line Electric Railway sold 
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this division, subject to the underlying 
mortgages, to a new company incor- 
porated as the Groton & Stonington 
Traction Company in order to expedite 
liquidation of the receivership estate. 
All the securities of the traction com- 
pany are now owned by the Shore Line 
receivership estate, so that the Groton 
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& Stonington Traction Company is a 
going concern with no suggestion of re- 
ceivership, either present or future. It 
is in excellent financial condition. The 
traction company is the owner in fee 
of the trackage from Groton into New 
London and owns the equity in the main 
line. 


Cincinnati & Dayton Traction Sold— 


Reorganization Arranged 


Eighty-six-Mile Road Soon to Come Out of Receivership—Debt to Be Cut 
from $4,900,000 to $1,300,000—$4,000,000 Equity Represented by 
20,500 Shares Holding Company Stock 


ROPERTIES of the Cincinnati & 

Dayton Traction Company, offered 
for sale on March 9 by George P. Sohn- 
gen, receiver, in the suit of the Citi- 
zens Savings & Trust Company, Cleve- 
land, Ohio, against the company, 
brought a total of $519,400 for constitu- 
ent properties. The College Hill divi- 
sion was sold for $89,000; the Dayton 
division, extending from Hamilton to 
Dayton, $208,500; Hamilton City. lines, 
$201,000; power house at Lindenwald, 
$19,000. and miscellaneous, $1,900. 

The purchasers were Thomas E. Con- 
way, Philadelphia, and Warren S. 
Havens and Livingston Jones, Cleve- 
land, forming the bondholders’ reorgan- 
ization committee. This committee rep- 
resents 95 per cent of the bondholders 
of the Cincinnati & Dayton and the 
underlying companies holding securities 
valued at approximately $2,000,000. 

The sale is subject to approval of the 
Court of Appeals, which ordered it and 
fixed the knockdown price for the vari- 
ous divisions of the company’s lines. 

The plan and agreement for the 
reorganization of the Cincinnati & 
Dayton Traction Company have been 
adopted by the protective committee 
representing the holders of the first and 
consolidated mortgage bonds of the 
Southern Ohio Traction Company and 
by the committee representing holders 
of the Cincinnati & Hamilton bonds. 
As both of these committees were faced 
with the fact that the security holders 
they represent will become the owners 
of the railway, their problem was to 
try to set up a financial structure which 
will adequately care for the future as 
well as for present capital require- 
ments. Accordingly provision has been 
made for the incorporation of an op- 
erating company to take title to the 
entire property subject to a small divi- 
sional first lien upon 11 miles of inter- 
urban between Dayton and Miamis- 
burg, under which $250,000 par value of 
bonds are now outstanding. 

The successor company will execute a 
new $200,000 closed first mortgage 
upon the Hamilton city lines to replace 
the Hamilton & Lindenwald mortgage 
to be foreclosed. The operating com- 
pany will also create a modern open- 
end mortgage as a lien upon the entire 
property, subject only to the two divi- 
sional liens previously mentioned. To 
provide new capital $850,000 of first 
and refunding series A 6 per cent gold 
bonds will be issued. The balance of the 
equity in the property—substantially 
upward of $4,000,000—will be repre- 


sented by common stock, all of which, 
with the exception of the directors’ 
qualifying shares, will ‘be owned by the 
holding company. 

The holding company will issue the 
following securities: 


$2,125,000 par value of 6 per cent prior 
lien debenture gold bonds, dated Jan. 2, 
1926, due Jan. 1, 1976. 

$875,000 par value, 6 per cent,. adjust- 
ment income gold bonds, dated Jan. 2, 
1926,-due Jan. 1, 1976. 

20,500 shares of common stock, no par 
value. 


Incidentally arrangements have been 
made for the extension of the $250,000 
of Dayton traction bonds for a period 
of five years. On the other hand, it 
was impossible to effect an extension of 
the Hamilton & Lindenwald bonds in 
the hands of the present holders. In 
consequence, it has been necessary to 
provide for refinancing this issue in 
connection with the reorganization. The 
reorganization managers have arranged 
for the distribution of a substantial 
part of the proposed issue of new Ham- 
ilton & Lindenwald bonds in lieu of 
cash, in payment of fees and expenses 
fixed under order of the court or other- 
wise. The plan contemplates that the 
balance will be subscribed for and 
issued to holders of the Cincinnati & 
Hamilton and of Southern Ohio bonds. 

It is explained that the prolonged 
efforts of the Cincinnati & Hamilton 
and Southern Ohio protective commit- 
tees to formulate a plan of reorganiza- 
tion under which the Cincinnati, Dayton 
& Toledo committee would agree to 
accept securities for the property and 
equities owned by it, free and clear of 
the liens of the Cincinnati & Hamilton 
and the Southern Ohio mortgages, 
proved fruitless. As a result, the 
Southern Ohio committee, with the ap- 
proval of the Cincinnati & Hamilton 
committee, has taken an option on the 
so-called Cincinnati & Northwestern 
division, consisting of the section of the 
interurban line from the Cincinnati ter- 
minal to College Hill and of the freight 
line from College Hill to Mount 
Healthy. With this exception, no pro- 
vision is made in the reorganization 
plan for the stockholders of the Cin- 
cinnati & Dayton Traction Company. 

In order to meet the immediate finan- 
cial needs Southern Ohio bondholders, 
as well as the holders of Cincinnati & 
Hamilton bonds, are asked to subscribe 
to part of an issue of $200,000 par 
value of new Hamilton & Lindenwald 
bonds and to part of an issue of $850,000 
par value of bonds to be issued under 
the new first and refunding mortvare. 
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There will be no assessment for ex- 
penses upon depositing bondholders who 
assent to the plan, as it is felt that the 
funds which will come into the hands 
of the committee from operation and 
from other sources will be sufficient to 
enable the committee to function. 

As for the new money which deposit- 
ing bondholders are asked to provide, 
the entire contribution represents new 
capital, the proceeds of which will be 
expended in the reorganization and re- 
habilitation of the property. It will be 
represented by an equivalent par value 
of new securities, upon which the com- 
mittee believes a regular return will 
be enjoyed by the holders. In this con- 
nection, it is interesting to contrast the 
initial bonded indebtedness of $1,300,- 
000 of the operating company with the 
fact that from 1906 to 1917 the same 
property was subject to mortgages ag- 
gregating $4,900,000. 

a The property included under the plan 
of reorganization consists of: 

(a) An interurban line, 534 miles in 
length, a large part of which is of double- 
track construction, located almost entirely 
upon private right-of-way, running from 
the center of the city of Dayton to the 
outskirts of the city of Cincinnati. 

(b) A branch line from College Hill to 
Mount Healthy, 3 miles in length, over 
which only freight service is now rendered. 

(c) Local street railway lines serving 
the city of Hamilton. 

(d) Two local railway lines furnishing 
service to a rapidly growing section of 
Dayton, Ohio. 

The total population of the territory 
served, including the cities of Dayton 
and Cincinnati, was 733,030 in 1920. 
The total track mileage of the property 
is 86.2 miles. 

At the time of the appointment of the 
receiver in 1920 the property was badly 
run down. More than $300,000 in net 
earnings from operation have been re- 
turned to the property in rehabilitation, 
improvements and betterments. 

There is no bus competition between 
Hamilton and Dayton, but the railway 
is still subject to competition between 
Hamilton and Cincinnati. There also is 
competition with the local railway lines 
in Hamilton. 

The city lines in Hamilton have been 
upon a paying basis for some time. 
Present net revenues are upward of 
$71,000 a year. This good showing is 
attributed to efficient operation and the 
modernization of the property, includ- 
ing the thorough rehabilitation of the 
tracks and the introduction of modern 
light-weight one-man cars. It has been 
impossible during the receivership 
similarly to modernize the interurban 
lines and the Dayton City lines. The 
new financing in connection with the re- 
organization is intended to provide 
funds for these purposes. 


The net earnings during the twelve 
months ended Oct. 31, 1924, and 1925 
respectively, are as follows: 


Year Ended Year Ended 
Oct. 31, 1924 Oct. 31, 1925 


Gross earnings from oper- 


SOR dn ke $968,606 $972,255 
Operating expenses, includ- 
ing maintenance, rentals 

ATG) CAXER ee eats eo se eres 861,940 852,638 

Balance icc fare ctele ecevsic,s $106,665 $119,616 


The interest charges on $250,000 on 
Dayton Traction sixes, $200,000 new 
Hamilton & Lindenwald bonds and 
$850,000 first and refunding series A 6 
per cent bonds aggregate $78,000 per 
annum. The net earnings available for 
the payment of fixed charges in the 
twelve months ended Oct. 31, 1925, were 
$119,616, or more than 13 times the in- 
terest charges upon these securities. 

Announcement is made that, condi- 
tioned upon the prompt acceptance of 
the reorganization plan and the provi- 
sion of the new capital, an arrangement 
has been effected with Thomas Con- 
way, Jr., and his associates to become 
the executive officers of the new com- 
panies. Based on the assumption that 
the reorganization will become effective 
early this year, that the Cincinnati sub- 
way will be opened in 1928 and that the 
necessary additional investment will be 
made from time to time for the purpose 
of handling the anticipated growth in 
the company’s business, Mr. Conway 
has furnished the accompanying esti- 
mate of the probable results of opera- 
tion of the railway in the five years 
1926 to 1930. 

The annual interest charges on the 
prior lien debenture gold bonds con- 
templated in the plan are $127,500. 
Estimates indicate that this interest 
will be earned by the operating com- 
pany beginning in 1928. 

The annual interest charges on the 
adjustment income gold bonds aggre- 
gate $52,500. Estimates indicate that 
the interest on these bonds will be 
earned by the operating company be- 
ginning in 1929, after providing for in- 
terest upon the prior lien debenture 
gold bonds. 

Upon surrender of his certificate of 
deposit issued under the bondholders’ 
protective agreement of May 15, 1918, 
each depositor will be entitled, for each 
$1,000 bond deposited, to receive interim 
certificates calling for $500 face value 
adjustment income gold bonds of the 
holding company and two shares of 
common stock without par value of the 
holding company. Each depositor will 
also be entitled, for each $1,000 bond 


ESTIMATE OF PROBABLE EARNINGS OF THE CINCINNATI & DAYTON 
) TRACTION UNDER REORGANIZATION 


1926 1927 1928 1929 1930 
Gross revenues from operation,............ $1,030,000 $1,162,500 $1,426,000 $1,532,000 $1,642,000 
Operating expenses including maintenance, 
rentals and taxes (exclusive of federal 
TNOOMIG Eee erties csi: aslo iatelgisie e rieias ses 903,606 905,490 1,108,110 1,157,510 1,212,185 
LINCO. 6 so adoe thee eae ee $126,394 $257,010 $317,890 $374,490 $429,815 
Interest on bonds of ‘‘operating company” 
chargeable to operation..........-....+. 50,000 78,000 108,000 126,000 144,000 
Balance RRM teeaiutsislslwiclvis risa e sc 0 $76,394 $179,010 $209,890 $248,490 $285,815 
Depreciation; scoruals.. 4... 25.50.08 .0055.% 40,000 55,000 57,500 60,000 62,500 
' Balance available for dividends to “holding 
company,” federal income tax, and surplus $36,394 $124,010 $152,390 $188,490 $223,315 


deposited, to purchase for $250 the fol- 
lowing securities: 

$50 face value of new Hamilton & Lin- 
denwald bonds. 

$200 face value of first and refunding 
mortgage series A 6 per cent gold bonds of 
the operating company. 

$500 face value of prior lien debenture 
gold bonds of the holding company. 

Four shares of common stock without 
par value of the holding company. 

The committee recommends that each 
of the depositing bondholders purchase 
his proportion of the new securities and 
thus protect his present investment. 


$2,000,000 British 
Columbia Issue 


Sales Campaign to Be Conducted by 
Canadian Company to Place Stock 
with Local Public 


A customer-ownership campaign to 
sell $2,000,000 of stock in Vancouver 
and Victoria will be opened on March 
20 by the British Columbia Electric 
Railway. Of the total, $500,000 will be 
sold through employees of the company 
and the ramainder through bond deal- 
ers in the two cities. 

The issue will consist of 6 per cent 
cumulative preference shares in the 
British Columbia Electric Power & Gas 
Company, a subsidiary of the British 
Columbia Electric Railway, incorpo- 
rated in the province of British 
Columbia for the purpose of permit- 
ting customer ownership to be realized. 
It will take over the capital stock of 
several power and a few gas companies, 
amounting in value to more than $15,- 
000,000, which has been held in the past 
by the railway. 

The British Columbia Electric Rail- 
way is an English company and as such 
its capital is in pounds sterling and its 
dividends are subject to English income 
tax. It has never been feasible to sell 
the stock or shares of this company to 
local people in British Columbia for 
these reasons. 

The railway will continue to operate 
the properties of the power and gas 
company and will guarantee the divi- 
dends. These shares will be sold at the 
price of 99. The guarantee of the rail- 
way places the new shares ahead of 
all other stock issues, amounting to 
$21,000,000. There are unencumbered 
assets behind the new issue totaling 
$20,000,000, or $1,000 for every $100 
share. While only $2,000,000 of these 
shares will be issued at present, a total 
issue of $5,000,000 is authorized. 

Of the present issue $1,000,000 has 
been underwritten by a syndicate which 
has an option on a further $500,000. 
The employees of the company have 
been allotted $500,000 to sell and to 
subscribe. The employees’ campaign 
has been placed in the hands of a com- 
mittee consisting of W. Saville, general 
secretary; E. H. Adams, comptroller, 
and J. Lightbody, publicity manager. 
The two sales will be carried on simul- 
taneously. 

The subscription limit has been 
placed at $5,000. The company will 
accept no applications from persons 
resident outside the province of British 
Columbia. 

The proceeds of the issue will be used 
on construction work during 1926. The 
year’s program calls for a total ex- 
penditure of nearly $5,000,000. Any 
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further financing that is necessary will 
be done, as in the past, in England. 

The directors and officers of the new 
company will be identical with those of 
the railway. 


Dividend on Common Steck 
Increased by Twin City 


The Twin City Rapid Transit Com- 
pany, Minneapolis, Minn., has declared 
a quarterly dividend of $1.25 on the 
common and the regular quarterly 
dividend of $1.75 on the preferred, 
both payable April 1 to stock of 
record March 15. The previous com- 
mon dividend was 4 per cent yearly. It 
was paid semi-annually. 


January Revenue in Boston Lower 


In January, 1926, the revenue of the 
Boston Elevated Railway, Boston, 
Mass., exceeded the cost of service by 
$223,302, against $269,649 for January, 
1925. Details of January operation 
are given in the following table: 


General poe Data: 1926 1925 
Rev. exceeded cost 
aheerice. Ot nian ll PLLS) SOIR OO! $269,649.08 
Operating revenue per 
car-hour (A.E.R.A. 
iO ey eA el ea $6.15 $6.25 
ee eevee nee 
ar-mil2 operated, 
i Se eee eS 64.09 65.27 
Average fare ner rev- 
enue passenger, cents 9,23) 9.186 
Ratio operating ex- 
pense to operating 
revenue, per cent... 67.17 65,83 
Passengers Carried; 
Revenue passengers. . 33,144,528 33,305,311 
Per cent 5-cent and 6- 
t passengers, per 
peaccen tee arcu! 18.63 19.49 
Revenue nassengers 
~per car-mile operated 6,804 6.973 
Operating Facts: 
Trips operated. . Cae 635,193 606,938 
Car-miles operated: 
Rapid-transit lines.. 1,258,980 1,290,266 
Surface, two-man.. 2,100,618 2,261,585 
Surface, one-man... 1,193,843 1,090,984 
Express, newspaper 
and sprinkler cars 6,513 6,875 
Motor bus........- 311,407 126,571 
Total miles operated 4,871,361 4,776,281 
Accident Data: 
Accidents per 10,000 
car-miles.......... 2.28 2.30 
Accidents per 10,000 
bus-mulesinc sieht 5.96 5.06 
Revenue passengers 
carried per accident. 27,078 29,340 
Average number of 
witnesses per accident 3.28 3.26 


Complaints and Defects: 
Complaints in regard 

to car service...... 26 _ 28 
Employees complained 


of by ear riders..... 118 136 
Car defects reported 
per 10,000 car-miles. 5.5 8.9 


Permission Sought to Acquire Ten- 
nessee Line.—The Tennessee Hastern 
Electric Company, Johnson City, Tenn., 
recently applied to the State Railroad 
and Public Utilities Commission for 
permission to acquire the Johnson City 
Traction Corporation, operating 6 miles 
of line. The electric company already 
owns a majority of the traction stock. 


San Juan Company Enjoined from 
Discontinuing.—The — Public Service 
Commission of San Juan, Porto Rico, 
on Feb. 27, 1926, enjoined the Porto 
Rico Railway Light & Power Company, 
of which the Porto Rico Railways, Ltd., 
is a subsidiary, from discontinuing its 
trolley service in San Juan. The Porto 


Rico Railways, Ltd., on Feb. 24, 1926, 
announced that the trolley company 
would surrender its franchise and dis- 
continue service on Feb. 28, 1926. 

Railway Sold. — The St. Francois 
County Railroad, Bonne Terre, Mo., has 
been taken over by a group of Farm- 
ington, Mo., business men. They will 
continue the passenger and freight 
service between Farmington and 
DeLassus. This is the third time that 
local citizens have owned this electric 
road. The St. Francois line operates 
12.9 miles of line. 


Surplus of $221—The Greenfield- 
Montague Transportation Company, 
operating an independent railway line 
between Greenfield and Montague, 
Mass., reports a net profit of $1,796 in 
1925. Each town received a dividend 
and $1,450 was paid into the treasury 
for emergencies, leaving a surplus of 
$221. The total passenger revenue for 
the year was $72,024. The line oper- 
ates under special permissive legisla- 
tion from the State of Massachusetts. 


St. Louis Certificates Called for Pay-. 
ment.—Pursuant to the order of the 
United States District Court Receiver 
Rolla Wells of the United Railways, 
St. Louis, Mo., has called for payment 
at 100.5 and accrued interest on April 1 
all of the present outstanding issue of 
series B receiver’s certificates. Funds 
for payment of the certificates and in- 
terest will be deposited with the First 
National Bank of St. Louis and the 
Guaranty Trust Company of New York. 
The certificates outstanding total $4,- 
200,000. 


Railway Rights May Go to Bus Com- 
pany.—Negotiations have been opened 
for the purchase of the Hudson River 
& Hastern Traction Company, which 
owns the railway lines in Ossining, N. 
Y., by the owners of a bus company. If 
the project is successful it will lead to 
the abandonment of the _ railway. 
Officers of the railway are said to have 
admitted that the village authorities 
had indicated a preference for bus 
lines to street cars and that the nego- 
tiations had been opened. It is re- 
ported that the Westchester Coach 
Company, in which EH. W. Niver of 
Briarcliff is interested, is seeking con- 
trol of the railway. 


Abandonment Petition Denied.—The 
Missouri Public Service Commission re- 
cently denied the application of the 
Southwest Missouri Railroad to aban- 
don service between Joplin and Duen- 
weg, a distance of about 6 miles. Duen- 
weg has lost heavily in population since 
work in the mines adjacent to it fell 
off. Service over the railway to Duen- 
weg has been reduced to one car a day, 
but the company desires to supplement 
the service by operating buses. 


Seeks Abandonment of Unprofitable 
Lines.—A representative of the North- 


ern States Power Company recently” 


appeared before the City Council of 
Chippewa Falls, Wis., to determine 
whether public objection would be 
voiced against the proposal of the com- 
pany to discontinue city service in 
Chippewa Falls and interurban service 
between Eau Claire and Chippewa 
Falls. The operation of these systems, 
it is declared, has proved a losing 
proposition due to the popularity of 


the bus and private automobile as well 
as objections from the city in connec- 
tion with the use of city streets by the 
company. There was no_ personal 
objection voiced by members of the City 
Council to the proposal. It is expected 
that the next step will be a formal 
application to the commission. 


Key System Issue Offered.—A syndi- 
cate headed by E. H. Rollins & Sons, 
New York, is offering at 974 and inter- 
est to yield 5.78 per cent $2,500,000 of 
first mortgage 5% per cent gold bonds, 
series C, of the Key System Transit 
Company, Oakland, Cal. The bonds are 
dated Oct. 1, 1925, and are due July 1, 
1938. The proceeds will be used to 
reimburse the company’s treasury for 
capital expenditures heretofore made 
and will provide funds for additional 
improvements. 

New Financing in Portland Planned. 
—Stockholders of the Portland Electric 
Power Company, Portland, Ore., on 
March 24 will consider the issuing of 
common, stock of no par value for 
common stock of $100 par value and 
plans for financing through the sale 
of commen stock instead of bonds or 
prior preferred stock. This announce- 
ment was made recently by Franklin T. 
Griffith, president. A statement pointed 
out that the company will need $6,450,- 
000 to meet its obligations, provide 
sinking funds and revenues for the 
construction program. 


Capital Stock Increased.—At a spe- 
cial meeting of the board of directors 
of the Madison Railways, Madison, 
Wis., an increase of $300,000 in its cap- 
ital stock was authorized, raising it to 
$1,000,000. By the sale of this addi- 
tional stock the company hopes to se- 
cure sufficient money to carry on its 
1926 program of improvements and ex- 
tensions. The first improvement to be 
made this year will be the paving and 
double tracking of Breese Terrace and 
the improvement of six other streets 
used by the company. 


Conditions in St. Johns.—The pres- 
ent actual cost of operating the line 
in St. Johns, Newfoundland, by the 
Newfoundland Light & Power Com- 
pany is 10 cents a passenger exclusive 
of overhead cost, while the passenger 
receipts average 4.6 cents, as_ six 
tickets are sold for 25 cents. The 
deficit on the railway has to be met 
from the profits of the lighting sys- 
tem. J. W. Morris, superintendent of 
the line, is reported to have said that 
there had been an appreciable increase 
in traffic since the road was rehabil- 
itated and new cars installed. 


Grand Junction Utilities Bought.— 
Henry L. Doherty & Company, New 
York City, have purchased all the pub- 
lic utilities of Grand Junction, Col. Gas, 
light, transportation and ice plants 
are included. The owners of the Grand 
River Valley Railway and the Grand 
Junction Electric & Gas companies’ 
properties, which are involved in the 
deal, are the estate of the late Charles 
M. MacNeill, Charles L. Tutt, A. E. and 
L. G. Carlton, Joseph Stewart and 
Spencer Penrose. The consideration 
is said to be $150,000. The properties 
will be formally transferred on May 1. 
The railway, comprising 27 miles, oper- ~ 
ates between Grand Junction and 
Fruita. 
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Legal Notes 


ALABAMA—Time to Sound Gong. 
In an action for injuries resulting 
from a collision between an automobile 
and a street car, the company’s coun- 
sel requested an instruction that the 
duty of the motorman did not require 
him to sound his gong until he realized, 
or by the exercise of reasonable care 
should have realized, that the automo- 
bile driver was not aware of his ap- 
proach. The court held, however, that 
this might have deprived the alarm of 
its utility, and the proper time at which 
the gong should have been sounded, in 
the circumstances, should be determined 
_by the jury. [Mobile L. & R. Co. vs. 
Logan, 106 Southern Rep., 147.] 


MaInr— Public Welfare as Well as 
Public Convenience and Necessity 
Required for Certificates. 

The Maine laws require automobile 
common carriers to secure permission 
from the Public Utilities Commission 
before beginning operation, and the 
commission has jurisdiction over the 
routes, schedules, rates of fare, etc., 
of such motor vehicles. A bus company 
to which a certificate was refused by 
the commission applied for a writ of 

mandamus to compel the issue of a 

certificate on the ground that it is a 

ministerial act and no discretion was 

permitted to the commission in the 
issuing of such certificate. The court 
held that the Legislature has vested in 
the commission a broad discretion, hav- 
ing in view not only the necessity and 
convenience of the public but also its 
general welfare, and its authority, if it 
desires, to prohibit the use of public 
ways to heavy high-powered motor 
buses cannot be doubted. In this case, 
no abuse of discretion appeared on the 
part of the commission. [Maine Motor 
Coaches, Inc., vs. Public Utilities Com- 
mission, 130 Atlantic Rep., 866.] 


MASSACHUSETTS—State Trustees of 
Electric Railway Must Secure 
Local Licenses to Operate Motor 
Buses. 

Under the authority of the Legisla- 
ture, trustees were appointed to op- 
erate the Eastern Massachusetts Street 
Railway system and were empowered 
with authority over rates and other 
matters. This authority was held not 
to include that of operating motor 
buses without first securing licenses 
for such bus operation from the local 
authorities concerned. [Eastern Mass. 
St. Ry. vs. Trustees of Eastern Mass. 
St. Ry., 149 Northeast Rep., 628.] 


MICHIGAN — Contributory Negligence 
and Assumption of Risk as De- 
os Under Employers’ Liability 

ct. 

In the case of a section hand who 
was injured and brought suit under 
the federal employers’ liability act, 
the court held that while contributory 
negligence was not a defense under the 
act it might be considered by the jury 
in diminishing the plaintiff’s damages. 
Assumption of the risk by~ the em- 
ployee, however, is a distinct defense 


that would bar’ recovery. [Safranski 
vs. Detroit G.H. & M. Ry., 250 North- 
west Rep. 485.] 


NEW JERSEY—Duty 

Guest. 

A man riding as a guest on a motor 
truck was injured in a collision be- 
tween the truck and a trolley car. He 
admitted that he had observed the car 
as it was approaching but had said 
nothing to warn the driver. His 
negligence, in such circumstances, was 
held to be a question of fact to be 
determined by the jury and not a 
matter of law to be disposed of by 
the trial court. [Baus vs. Trenton & 
Mercer County T. Co., 131 Atlantic 
Rep., 92.] 


New YorK—Liability for Collision with 
Unlawful Bus. 

A bus, which was being operated 
without lawful authority to use the 
public streets, was injured by a trolley 
car. The railway company claimed the 
presence of the bus on the streets to 
be a trespass and a public nuisance, 
so that it was not liable. The court 
held that the trespass was not the 
proximate cause of the accident, so 
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that the railway was not relieved of 
its duty to exercise reasonable care to 
avoid a collision. [Audubon Transpor- 
tation Co. vs. Yonkers Railway, 212 
N. Y. Sup., 684.] 


OuI0o—Conditions for Issue of Inter- 
state and Intrastate Certificates of 
Convenience and Necessity. 

An applicant for a certificate of con- 
venience and necessity for a motor bus 
line in Ohio to a point outside the state 
was asked if he desired a certificate to 
operate an exclusively interstate motor 
service and said he did not. He could 
not then complain at not receiving 
either an interstate or intrastate certifi- 
cate, where the Public Utility Commis- 
sion decided that the public convenience 
and necessity did not require intrastate 


service. [Eager vs. Public Utilities 
Commission of Ohio, 149 Northeast 
Rep., 865.] 


PENNSYLVANIA—Supervision over In- 
fant Passengers. 

A boy 8% years old, riding on an 
electric car with his sister 14 years old, 
left his seat and stood on the steps of 
the rear platform. He was seen in 
this position by the conductor who 
warned him of his dangerous position, 
but immediately afterward he fell or 
was thrown from the step and injured. 
A judgment in the trial court for the 
plaintiff was reversed. [Trippett vs. 
Monongahela W. P. P. S. Co., 130 
Southeast Rep., 483.] 


Zio 


Book Reviews 


Guiding Principles of Public Service 
Regulation 
By Henry C. Spurr, editor of Public 
Utility Reports. Public Utility Reports, 
Ine., Munsey Building, Washington, D. C., 
750 pages. $7.50. 


This is Vol. II of the new work on 
utility regulation. It is based upon 
findings by public bodies. There are 
full references, and complete index. The 
table of cases covers 56 pages. For 
convenience the table of contents has 
been divided into 25 chapters, carrying 
over from Vol. I and including the sub- 
jects: Pavement over Mains, Land and 
Buildings, Property Not Used or Use- 
ful, Abandoned and Superseded Prop- 
erty, Standby Equipment, Property Ac- 
quired for Future Needs, Property Not 
Owned by Utility Company, Donated 
Property and Services, Property Paid 
for Out of Earnings, Miscellaneous 
Charges to or Deductions from Capital, 
Working Capital: Function and Amount 
Necessary, Basis for Estimating Work- 
ing Capital, Nature and Kind of De- 
preciation, Necessity of Providing for 
Depreciation, the Depreciation Fund or 
Reserve, Prevailing Treatment of Ac- 
erued Depreciation, Proper Treatment 
of Accrued Depreciation, the Annual 
Depreciation Charge, Rates of Depre- 
ciation, the Return and Its Ascertain- 
ment, Treatment of Expenditures for 
Betterments, Replacements and Re- 
pairs, Treatment of Other Expendi- 
tures, Amortization of Expenses and 
Losses, Reasonableness of Operating 
Expenses in General, Reasonableness 
of Payments to Other Companies for 


Service or Commodity and Estimates of 
Opérating Expenses. 

The text is a running account of the 
position taken by the public regulatory 
bodies on the subjects cited. It is not 
overstating the case to say that the 
book is essential to the proper conduct 
of all work that has to do with the 
problems of regulation. 


Signal Wiring 

By Terrell Croft, consulting engineer. 
Published by McGraw-Hill Book Company, 
Inc., New York. 1926. 350 pages. $3. 

This book on signal wiring consists 
principally of circuit diagrams. Of 
these there are more than 460 in the 
volume. The book is planned for the 
man who installs signals and who is in- 
terested in wiring diagrams. Currents 
involved with signal equipment are 
very small and voltages usually are 
very low. The diagrams have been 
selected from a mass of available mate- 
rial as those most useful to the average 
man. The subject matter is divided into 
16 divisions. It includes such headings 
as, Bells and Annunciators, Burglar 
Alarms, Hospital and Hotel Signals, 
Time and Program Clock Circuits, Auto 
Call Signaling Circuits, Telephone Cir- 
cuits, Fire Alarm Circuits, Watchman 
and Police Call Circuits, Power Station 
Signaling, Water Flow and Pressure 
Alarms, Elevator Signaling, Mine Sig- 
nals, Railroad Signaling, Miscellaneous 
Signal Circuits, Batteries, Trans- 
formers and Signal Devices, Signal 
Wiring Methods. 
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J. H. McClure to Rehabilitate 
Another Property 


J. H. McClure, vice-president and 
general manager of the Chicago, Au- 
rora & Elgin Railroad, Aurora, Ill., has 
been made vice-president: and general 
manager of the Cincinnati & Dayton 
Traction Company. As noted elsewhere 
in this issue the Ohio line has been 
purchased by an Eastern syndicate 
headed by Thomas Conway, Jr. This 
property, in which Mr. McClure will be 
financially interested, is one of a dozen 
or more similar properties taken over, 
rehabilitated and sold by these inter- 
ests. The Cincinnati & Dayton Trac- 
tion Company operates electric trains 
between Cincinnati and Dayton, about 
50 miles. 

Mr. McClure will have direct charge 
of operation of the reorganized property 
as vice-president and general manager. 
Since 1910 he has in turn been in charge 
of various public utility properties in 
Pennsylvania, Ohio and Illinois. He 
was general manager of the Citizens’ 
Traction Company and the Citizens’ 
Light & Power Company of Oil City 
and Franklin, Pa., from 1912 to 1920. 
During the latter part of this period 
he filled the position of vice-president 
in charge of operation of the Youngs- 
town Suburban Railway, Youngstown, 
ene and Salem Light Company, Salem, 
Ohio. 

In April, 1920, Mr. McClure went to 
Lima, Ohio, as vice-president in charge 
of operation of the Ohio Electric Rail- 
way, and in connection with the finan- 
cial readjustment of the affairs of that 
company has served as receiver of the 
Indiana, Columbus & Eastern Traction 
Company, and as operating manager 
for the receiver of the Columbus, New- 
ark & Zanesville Electric Railway, with 
headquarters at Springfield, Ohio. He 
resigned from this position to take 
charge of the Chicago, Aurora & Elgin 
road. 

Mr. McClure is at the present time 
receiver for the Indiana, Columbus & 
Eastern Traction Company, operating 
200 miles of high-speed electric rail- 
way in the heart of Ohio. 


Earl G. Hines with Brown Boveri 


Earl G. Hines has been appointed 
general sales manager for the Ameri- 
can Brown Boveri Electric Corpora- 
tion in charge of subsidiary company 
organization and general sales policies 
of the Brown Boveri Corporation. He 
is also vice-president of Wilder Electric 
Trusts, which founded the American 
Brown Boveri Electric Corporation. 

Since 1915, with the exception of 
eighteen months in 1919 and 1920, Mr. 
Hines has been with the McGraw-Hill 
Publishing Company, Inc., as Eastern 
manager of the Electrical World and 
the Industrial Engineer. Previous to 
this he was with the organization of 
Harrison Williams, engaged in public 
utility management and finance, and 


still earlier in his career he was sales 
manager for Conger interests in cen- 
tral New York. The American Brown 
Boveri Electric Corporation has been 
recently organized with main works at 
Camden, N. J., and with several Ameri- 
can subsidiary companies. 


Pierre See President 
Central Body 


Superintendent of Equipment at Akron 
Made President of Master Mechanics 
Association 


Pierre V. C. See, elected president of 
the Central Electric Railway Master 
Mechanics Association at the annual 
meeting held in Akron last month, is 
superintendent of equipment of the 
Northern Ohio Traction & Light Com- 
pany, Akron, Ohio. To Mr. See his job, 


P. V. C. See 


like that of the modern physician, is a 
preventive one. His first aim is to an- 
ticipate defects in equipment, and where 
they do occur to correct them as soon 
as possible. He keeps his work well 
organized, but he does not permit de- 
tailed reports and statistics to over- 
whelm him. 

He grew up from the ranks and has 
an uncanny faculty of taking in at a 
glance a shop situation both with re- 
spect to men and equipment. Many of 
his orders are given on the run to his 
subordinates, but he himself follows up 
the work, making personal inspections 
of all activities of the company for 
which he is responsible wherever he 
deems them to be desirable. 

Not only in the maintenance of elec- 
tric railway cars but in the maintenance 
of buses has he made a name for him- 
self. The Northern Ohio Traction & 
Light Company was one of the first 
roads in the country to use the bus on 
an extended scale. In caring for these 
vehicles Mr. See had to hew out his 
own path. Here again, as in the rail- 
way field, he sought to establish prac- 
tices that would prevent troubles and 
defects rather than resort to measures 
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to correct troubles after they had oc- 
curred. 

As a result of his able handling of 
the fleet of buses on this property in 
city, suburban and interurban service, 
he has won for himself a reputation as 
one of the foremost bus maintenance 
men in the United States. 

His experience in the railway field 
covers all types of electric operation. 
Before he went to Akron Mr. See was 
superintendent of car equipment for 
the Hudson & Manhattan Railroad, 
Jersey City, operating high-speed lines 
in heavy service. Before that he was 
general foreman of the Decatur shops 
of the Illinois Traction System. Pre- 
vious to that he was general foreman 
of the shops of the Twin City Rapid 
Transit Company in Minneapolis and 
St. Paul. Mr. See’s first work in the 
electric railway field was with the Met- 
ropolitan West Side Railroad, Chicago, 
as foreman and car-builder inspector in 
the Throop Street shops. He went to 
this job after he had been graduated 
from the Armour Institute, Chicago, in 
1904 from the electrical engineering de- 
partment. He was born in New Bruns- 
wick, N. J. 

For the last two years Mr. See has 
been chairman of the equipment com- 
mittee of the American Electric Rail- 
way Engineering Association. Previous 
to that he did considerable committee 
work, particularly on equipment sub- 
jects. 


F. T. Hulswit Out of United Light 
& Power Company 


Frank T. Hulswit has resigned from 
the presidency of the United Light & 
Power Company, Grand Rapids, Mich., 
formerly the United Light & Railways 
Company. 

In recent years Mr. Hulswit has been 
very active as a financier in the utility 
industry with widespread holdings. He 
was not only the president and prime 
mover in the United Light & Power 
Company but also an organizer and 
director of the American Super-Power 
Corporation. 

Mr. Hulswit was born in Grand 
Rapids, Mich., on Sept. 10, 1875. He 
was the eldest of a family of four boys. 
He apprenticed himself to a watch- 
maker at the age of fifteen, but quickly 
determined that there was no future 
for him in that line. Civil service in 
the conduct of the post office offered an 
opportunity to secure a clerkship in 
government service. He soon grew res- 
tive of the chances for advancement 
which government service held forth 
and, opportunity offering in the shape 
of a job as messenger in the Michigan 
Trust Company, he quit the post office 
at a sacrifice of salary and entered 
what was to be his life work. 

The experience gained in the service 
of the Michigan Trust Company was 
utilized in 1904 when the firm of Child, 
Hulswit & Company was formed, to do 
a general bond brokerage business. The 
firm dealt largely in the bonds of pub- 
lic service companies, and as the busi- 
ness grew he, as a banker, entered 
actively into the affairs of the utilities 
that were being financed through this 
firm. The organization was enlarged 
by the addition of experts in gas engi- 
neering and in management. 
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Joseph C. McCune to Occupy 
New Post 


Joseph C. McCune, connected with 
the Westinghouse Air Brake Company 
in various engineering capacities since 
1918, has been appointed assistant 
director of engineering with the air 
brake organization. Mr. McCune’s first 
employment with the Westinghouse or- 
ganization was as assistant to the chief 
engineer. Previous to this connection, 
he was affiliated with the Cutler-Ham- 
mer Company, Milwaukee, and _ the 
Pittsburgh Railways. 

From 1915 to 1917 Mr. McCune served 
as mechanical expert for the Westing- 
house company in the eastern district, 
with headquarters in New York. He 
then spent several years in military 
service, first on the Mexican border and 
later in the World War. At the con- 
clusion of the latter, he was made spe- 
cial engineer of the engineering depart- 
ment at Wilmerding, in which capacity 
he remained for several months. He 
was then transferred to the eastern dis- 
trict, where he served first as assistant 
to the district engineer and then as 
district engineer. He held this position 
until his recent appointment, which will 
again bring him to the home office of 
the air brake company at Wilmerding. 
Mr. McCune is a graduate of Cornell 
with the class of 1911. While there 
he won the first Sibley prize for scholar- 
ship and received the degree of me- 
chanical engineer. He is widely known 
in electric railway, steam railroad and 
engineering circles. 


Richard Schaddelee President of 
United Light & Power 


Richard Schaddelee, Chicago, senior 
vice-president of the United Light & 
Power Company, Grand Rapids, Mich., 
has been elected president of the com- 
pany to succeed F. T. Hulswit. New 
directors added to the board are H. B. 
Rust, president of the Koppers Com- 
pany; J. S. Brookes, secretary and gen- 
eral counsel of the Koppers Company, 
and Richard Ingliss of Otis & Company. 


M. M. Nash has resigned as superin- 
tendent of the Terre Haute division of 
the Terre Haute, Indianapolis & East- 
ern Traction Company, Terre Haute, 
Ind. He had given 24 years of con- 
tinuous service to the company. His 
plans for the future have not been 
announced. 

A. M. Farrell, who has been con- 
nected with the Wisconsin Power & 
Light Company as district manager of 
the Oshkosh branch and general super- 
intendent of the railway and _ bus 


systems since January, 1923, has re-- 


signed to become sales manager in the 
states of Ohio, Pennsylvania and West 
Virginia of the Puncture Proof Com- 
pound Company, Milwaukee. Prior to 
his work at Oshkosh Mr. Farrell was 
traffic manager of the traction company 
at Joliet, Tl. 

J. I. Beals has been appointed super- 
intendent of the Terre Haute, Ind., divi- 
sion of the Terre Haute, Indianapolis 
& Eastern Traction Company to suc- 
ceed M. M. Nash, recently resigned. In 
the fall of 1925 Mr. Beals resigned as 


general superintendent of the Monon- 
gahela-West Penn Public Service Com- 
pany, Clarksburg, W. Va., after a serv- 
ice with the company of eight years. 


C. D. Porter remains with the Newport 
News & Hampton Railway Gas & Elec- 
tric Company, Newport News, Va., as 
general manager for the General Engi- 
neering & Management Corporation. 
The Newport News property was re- 
cently taken over by the Fitkin utility 
group. 


Obituary 


Waldo G. Paine 


Waldo G. Paine, vice-president and 
general manager of the Spokane & 
Eastern Railway & Power Company 
and the “Inland” system, operating 
interurban lines out of Spokane, Wash., 
died suddenly at his home in Seattle 
on Feb. 20 after a brief illness. He 
had recently gone to Chicago, but was 
forced to return home before he had 
completed the work of his mission to 
that city. Mr. Paine had been suffer- 
ing only a short time from heart dis- 
ease. 

Mr. Paine was associated with F. A. 
Blackwell in the construction of the 
Spokane & Cceur d’Alene Railway, the 
first interurban line at Spokane. Since 
1903 he had been an executive with that 
line and allied properties out of Spo- 
kane, serving for years as traffic man- 
ager. He succeeded as manager F. E. 
Connors, who died three years ago. 
Since that time he had been the direct- 
ing head of the “Inland” lines. Mr. 
Paine was also a director of the Spo- 
kane United Railways, operating the 
city lines in Spokane. 

Waldo Paine was one of the best 
known operating men in the electric 
railway field on the Pacific Coast. He 
was a native of Minnesota, but had 
been identified with interests in Spo- 
kane since 1889. After a period in the 
real estate business, and a subsequent 
connection with a mercantile company, 
he became one of the incorporators of 
the Spokane & Cceur d’Alene Railway. 
This company, with others, was later 
consolidated as the Spokane & Inland 
Empire Railroad, and Mr. Paine was 
made general freight and passenger 
agent. He was appointed vice-presi- 
dent and traffic manager in 1910, fol- 
lowing a reorganization of the company. 


Calvin H. Allen, 66 years old, real 
estate and tax agent for the Union 
Traction Company of Indiana for more 
than fifteen years, died at his home in 
Anderson, Ind., recently. At one time 
he was county auditor at Anderson. 


Joseph M. Nougues, superintendent 
of the Sutro Division of the Market 
Street Railway, San Francisco, Cal., 
died on Feb. 20, 1926. He entered the 
service of the Market Street Railway 
as a conductor on March 29, 1904, and 
was transferred as a clerk in the em- 
ployment bureau a few months later. 
In 1907 he was appointed superintend- 
ent of the Ferry Terminals and two 
years later, in May, 1909, he became 
superintendent of the Sutro Division. 
Mr. Nougues was born in St. Louis, Mo. 
on March 4, 1878. He was the son of 


Joseph M. Nougues, for many years 
city attorney of San Francisco, who 
died several years before the fire of 
1906. 


Sterling P. Anderson, auditor of the 
Tennessee Public Utilities. Commission 
for the past five years and former 
state auditor, died recently. He was 
an important figure in the civic life of 
Jackson, Tenn., for many years. 

Henry M. Ballard, for 20 years an 
executive of the old West End Street 
Railway, Boston, Mass., and at one time 
its electrical engineer, died recently. 
For several years he was with the 
Thomson-Houston Company in Lynn. 

Edmund J. B. Huntoon, for many 
years asociated with Stone & Webster, 
Inc., Boston, Mass., died at Milton, 
Mass., March 8. He was born in Can- 
ton, Mass., in 1868, and was graduated 
from the Massachusetts Institute of 
Technology in 1889. He was active in 
the earlier electric railway construc- 
tion of Stone & Webster, and at the 
time of his death was identified with 
the securities department of that 
organization. 


Frank Andrew, who had been presi- 
dent of the Electric Railway Equip- 
ment Company, Cincinnati, Ohio, died 
on March 5, at Fort Myers, Fla., where 
he was spending the winter. Mr. 
Andrew went to Florida two months 
ago, in an effort to improve his health. 
He was one of the founders of the 
company, a Mason and a member of 
the Cincinnati Chamber of Commerce. 
Mr. Andrew was 80 years old. 

Herbert E. Bradford, a pioneer elec- 
tric railway man in New England, and 
at one time president of the New Eng- 
land Street Railway Club, died at Prov- 
idence, R. I., on March 6 at the age of 
67. He was a native of Claremont, 
N. H., and during his career was super- 
intendent of the Marlboro Street Rail- 
way, the Worcester Consolidated Street 
Railway and of the Bay State lines in 
Newport, R. I. Mr. Bradford was in 
the automobile business at Providence 
at the time of his death. 


Murray Carleton, during recent years 
vice-president and director of the 
United Railways, St. Louis, Mo., died in 
that city on March 2. For many years 
he had been a leading figure in the 
commercial activities of St. Louis. He 
was never active in the railway on its 
operating’ side. 

Charles E. Hubbard, formerly well 
known as an electric railway official, 
died at Hartford, Conn., on Feb. 19. 
Mr. Hubbard was born in Essex, Conn., 
in 1868. ‘He went to work for the 
Farmington Street Railway, one of the 
first lines that was built at Hartford, 
Conn., in 1898, was purchasing, agent 
for the company and later became sec- 
retary and general manager. In 1910, 
when the company was taken over by 
the Connecticut Company, he became 
purchasing agent for the Mahoning & 
Shenango Railway & Light Company, 
Youngstown, Ohio, where he remained 
until 1914. He then returned to Hart- 
ford and went into the building supply 
business, with which he was connected 
at the time of his death. Mr. Hubbard 
was interested in politics and was a 
member of the Common Council of 
Hartford in 1917 and 1918. Later he 
became police commissioner 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Good Will Fostered by 
Advertisements 


Westinghouse Company Has Prepared 
Collection of Boosters to Assist 
Railway Industry 


In an effort to secure better public 
understanding of the economic service 
rendered by the electric railways, the 
Westinghouse Electric & Manufacturing 
Company has for the last eight years 
been conducting a series of good-will 
advertisements in the leading national 
popular magazines. The company be- 
lieves that there is today, on the part 
of the general public, a commendable 
increase in knowledge and appreciation 
of the tremendous importance of ade- 
quate transportation facilities, espe- 
cially those facilities as represented by 
the service furnished by electric street 
and interurban railways. 

The Westinghouse company has en- 
deavored further to strengthen public 
understanding of the electric railway 
industry, which represents an invest- 
ment at the present time of $6,000,000,- 
000, with securities held by 1,300,000 
people and operating 105,000 cars on 


An important feature in connection 
with this publication is that the West- 
inghouse company announces its desire 
of sending to any railway company free 
of charge either mats or electrotypes— 
for either newspaper or magazine re- 
production—of any of the advertise- 
ments included in the _ publication. 
Copies of the booklet may be obtained 
from the nearest Westinghouse office or 
direct from the department of publicity 
at East Pittsburgh. 


A Traveling Exhibit 


A feature of the recent meeting in 
Mobile of the Electric Railway Associ- 
ation of Equipment Men of Southern 
Properties was the presence of one of 
the exhibit trucks of the Ohio Brass 
Company. These trucks, of which there 
are two, are fitted with racks for the 
display of the latest type of insulators, 
overhead line material and other equip- 
ment, light in weight, manufactured by 
the Mansfield concern. This material 
is attached to the sides of the truck so 
that when the sides are dropped down 
the exhibit can be seen to very good ad- 
vantage. The trucks can be driven 


Ohio Brass “Drops In” at Mobile Meeting 


50,000 miles of track in the transporta- 
tion of more than 16,000,000,000 pas- 
sengers annually. Facts such as these 
have been stressed in the consistent 
program of advertising which has been 
conducted in the Literary Digest, Sci- 
entific American, Forbes, Collier’s, the 
Nation’s Business, Saturday Evening 
Post and many financial papers in re- 
cent years. 

The most important of these good- 
will advertisements are reproduced in 
special publication 1751, entitled ‘“Elec- 
tric Railways—the Keystone of Prog- 
ress.”’ This has just been issued by the 
Westinghouse company and is available 
to any who desire copies. The adver- 
tisements reproduced in this book repre- 
sent a- combined circulation of 26,324,- 
000, or, in reality, that number of indi- 
vidual messages delivered in behalf of 
the electric railway industry. 


from city to city to show the material 
as occasion requires. 

The accompanying illustration is re- 
produced from a photograph taken in 
front of the repair shops of the Mobile 
Street Railway at the time the dele- 
gates to the Mobile meeting visited 
these shops. Fred W. Roth of the car 
equipment division of the Ohio Brass 
Company was in charge of the truck. 
He is shown in the picture standing in 
front of the truck. 


G. E. Cullinan Promoted 
by Graybar 


George E. Cullinan has been elected 
vice-president in charge of sales and a 
director of the Graybar Electric Com- 
pany. He has had 24 years service 
with the Western Electric Company, 
during which time he has risen from a 


clerical position to the post of general 
sales manager of the supply depart- 
ment. Mr. Cullinan’s first important 
position was that of chief storekeeper 
at the New York distributing house. 
He held that position until 1907 and 
was then transferred to the St. Louis 
branch, where he continued to advance 
rapidly, becoming Western district 
manager in 1908 and later central dis- 
trict manager in Chicago. When the 
supply department became a distinct 
organization of the Western Electric 
Company in 1923 Mr. Cullinan returned 
to New York as general sales manager, 
a post which he has held until his latest 
promotion. 


Detroit Wants Tires on a 
Mileage Basis 


Proposals for rental and maintenance 
of tire equipment on 125 gas-electric 
double-deck motor buses are being re- 
quested by the Detroit Department of 
Street Railways. The option of adding 
one to 300 additional buses during the 
life of the contract will be included. 
Bids will_be opened on March 22, the 
same date as the opening of bids for 
furnishing the department with the 
double-deck buses on which the tires 
will be used. The contract is to cover 
the period expiring Dec. 31, 1926. 
Mileage will be computed from the 
records of the Department of Street 
Railways. 

Each bus specified is to be equipped 
with six 38-in. x 8-in. pneumatic tires. 
The successful bidder shall carry in 
each of the garages of the D. S. R. a 
number of spare tires equal to 10 per 
cent of the total number of tires on 
buses being operated from that garage. 

The contract is to include all repairs 
on all tire failures in operation and 
daily inspection by the successful bid- 
der. Coaches will be equipped with 
tires of the manufacture of the success- 
ful bidder. 

The basis of prices of bidders is the 
bus mileage, each bus to be operated 
approximately 100 miles a day. The 
D. 8. R. reserves the right to purchase 
the tire equipment at the expiration of 
the rental period if it so desires, less 
the amount paid as rental on such tires 
as may at that time constitute such 
equipment, or to use such tires until 
unfit for further service, paying for 
them at the contract rental price. 


Metal, Coal and Material Prices 


Metals—New York 


Copper, electrolytic, cents perlb.... 
Copper, wire base, cents per lb... 
Lead,cents perlb.............. 
Zine, cents perlb............. ie 
Tin, Straits, cents perlb................. 


March 9, 1926 


Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads; grosatonss..u0. / 35, Gael eee $4.475 
Somerset mine run, Bossn, net tons........ 2.075 
Pittsburgh mine run, Pittsburgh, net tons.. 2.05 
Franklin, Ill., screenings, Chicago, net tons 1.675 
Central, Ill., screenings, Chicago, net tons 1.425 
Kansas screenings, Kansas City, net tons. . 2.425 


Materials 


Rubber-covered wire, N. Y., No. 14, per 
G06 Theisen entalileiie <a Snake ona ene $6. 

Weatherproof wire base, N. Y., cents per lb 18. 
Cement, Chicago, net prices, without bags 2.10 
Linseed oil (5-bbl. lots), N. Y., cents per Ib 10. 
White lead in oil (100-lb. keg), N. Y., cents 

5 

1 
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Car Lighting to Be Improved 
by Standardized Lamps 


Standardization of the equipment 
used in the construction and mainte- 
nance of street cars has been acknowl- 
edged as one of the greatest boons 
attainable by the industry. Perhaps 
the latest definite step in this direction 
was the announcement made last month 
of the completion of the new standard 
line of “Mazda” lamps. The first of 
these lamps, a new 25-watt inside- 
frosted type, was placed on the market 


last July. The second lamp of this 
new line, the 100-watt inside-frosted 
type, became available on Noy. 1. 
Also three intervening sizes of 60, 50 
and 40 watts respectively, all of the 
inside-frosted type, are now available. 

For years the lamp industry has 
been directing its efforts to the sim- 
plification and standardization both of 
its line of lamps and its processes and 
equipment used in making them. While 
lamp voltages and lamp bases had been 
reduced in variety, there still remained 
considerable room for the advancement 


Data on 25 Cars for United Electric Railways 


Good Visibility Provided in New Cars for United Electric Railways 


of Providence, R,. I. 


Delivery of 25 type DJ one-man, two- 
man cars to the United Electric Rail- 
ways, Providence, R. I., which were 
ordered from the Wason Manufactur- 
ing Company last September, was be- 
gun in January. The cars will seat 44 


passengers. Specifications follow: 
Weights: 

Cary DOGS iaisity. bene ss nie save sid suk 15,800 lb. 
TD TAT CES via telhigs akaue'/e te Se OP Forme eee 15,200 Ib 
MPO UA eRe a eters oe uieie c,h 0's << 31,000 Ib 
Tenetheover wall Wi. sks. 4btt.> 0 in 
Truck, WHEEIDASE. a iccjnd0cc sees 5 ft. 6-in 
WARRANT OE aL. (cela pie eieis ste ira, « pp ee ots by 
Height, rail to trolley base....10 ft. 11 in. 
plete § Yo) ic = aN pio Sa nome one Pie es 5 Semi-steel 
ETAL GGRO RM UNI Stile et nl es yam aso. 9 8! 00 Mahogany 
SPORE clara a vepeyevern.s. «ue sue e 34-in. Agasote 
BN Ao a aS AAS ALSO eh oe ea Arch 
Air brakes......... Safety Car Devices Co. 
PAPA PORCINE S tree cas op ose ic eye 05 Plain 
ARVO a4 Gicbelese ats 44-in. gear fit, 4-in. diameter 
SVE CS ah es ae a -Channel iron 
Car signal system. Consolidated electric 
buzzer 
Carvtrinimingss «pics ses J. L. Howard Co. 
statuary bronze 
MOBIL ORROER) nike siete cases 6s 2.3 . DH-16 
Conduits and junction boxes. ...Special 
COREROUM aie te cree evs sine x Two K-35 


oiing a8 & Alp Al CORO O SNS Cio Cee cl Bar 
..Curtain Supply No. 89, 

pinch handle 
.Pantasote, double-faced 


Couplers 
Curtain fixtures.. 


Curtain material. . 


Destination signs....... Hunter illuminated 
Door-operating mechanism........ National 

Pneumatic 
TUCMELOTS Uilsia avelajisie/aishalerael ace ae. 6 H-B lifeguard 
foi bck eee Pratt & Lambert enamel 
Gears and pinionssie. ss. ha G.E, solid 


Hand, brakes: ..ss.'s Peacock type G-14; 34 
Heater equipment. .Gold 500-watt single coil 
panel and 250-watt cross seat 
PieaGdiightsayanciy ice. Crouse-Hinds ZL 28540 
incandescent 

WOUINALPOCRTINE Sl oils kis ties ee oe eee Plain 
Journal boxes.............. Brill standard 


EGU OS 2. Tyrese ls Four GE-265 A, inside hung 
Ohio Brass 


anti-rattlers 


SSQRIE EY rae Wile wants steels eve o 8 Brill ‘“‘Waylo” 
OMLINEY MATERIA) 4. ee aay peace 0 ov chats Wood slat 
MIRO MOIIStOr stews eh ce ws Brill automatic 
SOMUME SN vac wie rests ela beaks Aaa se Brill 


DUS INONS OCs Ureg tr tccgst saat ein /o} shox a! < fo, we cere Mason 
Trolley catchers .. Wilson type “‘T’’ 
FEV OMG ANSE sc cratedeat gi eialiva le Sieudle.o oid tele Two GE 
Trolley wheels .. ....-General Electric 
Lie n(Oies eee) WR in A eee Brill 177-EX 
VCMT LOU SE ai Td cid pave sce vs Brill exhaust 
UU ERR RA Si ord Swasdardavay « th o, 6c e™e'cns os Steel, 27-in. 


of a more complete standardization 
program. The present program affects 
the assortment of lamps of 100 watts 
and smaller, which are particularly 
applicable to car lighting service. 

_ Careful study of requirements to be 
met in service has shown that the 45 
different lamps of several sizes, types 
and finishes (not counting the three 
usual voltages of 110, 115, and 120) 
which existed in the field can be re- 
placed by a single series of but one 
uniform type of finish. 


New Detroit Buses Will Have 
Inclosed Decks 


In many respects the 150 new buses 
for which bids have been asked by the 
Department of Street Railways, De- 
troit, Mich., will be similar to those of 
the double-deck type now in operation 
in that city. However, the specifica- 
tions call for completely roofed and in- 
closed upper decks, able to pass unladen 
under 13-ft. viaducts. They are to have 
a low center of gravity, to be easy rid- 
ing and to be arranged for either one- 
man or two-man operation. Sixty pas- 
sengers are to be seated, 27 on the 
lower deck and 33 on the upper. 

The door from the rear platform into 
the body will be of the jack-knife type, 
air-operated and opening outward. 
Treadle control will lock the brakes 
while the door is open. The front door 
will be of the double jack-knife type, 
opening outward. 

Some of the principal specifications 
follow: 


Weight, maximum (siisiei aes aetecece ane 19,000 Ib. 
Length over burnpers, approx. ....... 30 ft. 
Length over body, approx....... 20 ftp shan. 
Width over all, maximum............9 96 in. 
Height over all, maximum..... 12 ft. 10% in 
Wheel base, minimum.......,...... 230 in 
Headroom inside body : 
Lower deck at rear............ 6 ft. 2 in. 
Lower deck at front.).../.0.. 00 6 ft. 4 in 
UD DOTS, Valse srcic Seperate ctw eiatalate ty 71 in 
Front and rear. entrances......... 69 in. 
Floor, eee from ground.......... 222 in. 
Framework . -Second growth seasoned ash 
Roof: 
ORD ORE acsace uate stereo eee bie aces Haskelite, $; in. 
EZOWED'= 2 a ievercs « Monitor, steel construction 
ERO AGA a Ta Sy rie rade a ea eras Sars oat cat Aluminum 
RIMS LMI hse cates White enamel 
Srey EE atsiannee sharang Aas Curtain Supply Co. 


Interior finish: 
Lower deck. Corrugated aluminum matting 


Upper deck... Pyramid aluminum matting 
Seats yes )-it5 Shee fos fh eed eee eee a pe as De luxe 
SOAEMSOACINE Weve celles ieee oie etice es 
ET ORD CIES Mey Maes cieiete een els Peewee ay Exhaust 

through steel tubing around sides of body 
PoP Pee Tye ian. og cote eee dee a a Keystone 
Bumpers: 

PONE Fs lanes) Spring type—extra heavy 

PIRCAT cians yl « arecaired= Two 3-in. channels 
Signs .. Hunter illuminated 
HEIN Binrtape tole ein tometer ene six-cylinder 
Steering gear oss cam and lever type 
CREMEPALOND ckrecna acti eicve ities pkevuars GH-1098, 

125 volts, 200 amp. at 1,200 r.p.m 
ANRC AS: rg NAURET CHER CHE CEC RORED RP re hae Two GE- 


1079—126 volts, 85 amp. at 1,640 r.p.m. 
Brakes. Air, manual and electric regenerative 
Wheels. . Budd pressed steel disk, dual rear 


Large Order for Rails for 
Hanshin Railway 


An order for 32 miles of 91-lb. rail 
has recently been placed with United 
States rail manufacturers through the 
medium of Mitsui & Company. These 
rails are for the Hanshin Electric Rail- 
way in Japan and were awarded 
through Mitsui & Company on the 
basis of furnishing American. open- 
hearth steel rails. The contract was 
let in spite of sharp European competi- 
tion and efforts to discredit American 
steel products in Japan. 
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———::°:0O 8 several bad curves and also give North 


Rolling Stock 
eet PD lee ea ive eee 

New York Rapid Transit Corpora- 
tion, New York, N. Y., has had its 
award of contracts for the purchase of 
201 steel subway cars approved by the 
Transit Commission. 

Union Traction Company of Indiana, 
Anderson, Ind., has been granted the 
petition recently made by Arthur W. 
Brady, receiver for the company, for 
authority to buy bus equipment of the 
Hoosier State Lines at a price of ap- 
proximately $135,000. The petition was 
granted by the judge of the Circuit 
Court at Anderson, where receivership 
proceedings had _ originally been 
brought. There are at present sixteen 
buses on the Hoosier Lines and it is 
expected that additional equipment will 
be purchased from Mack Trucks, Inc. 
Mr. Brady stated that leases on bus 
stations used by the Hoosier Stage will 
be sought, and that several other de- 
tails will require attention before the 
final transfer of the bus equipment is 
made. 


Track and Line 


Wisconsin Gas & Electric Company, 
Kenosha, Wis., plans to lay double 
tracks on Sheridan Road between South 
and Elizabeth Streets and contemplates 
double tracking on Milwaukee Avenue 
as far as the Bronson Street siding. 
This is part of the 1926 program of 
improvements. 

Georgia Railway & Power Company, 
Atlanta, Ga., spent approximately $700,- 
000 for trackwork, paving and miscella- 
neous improvements during 1925. Of 
this sum more than $303,000 was spent 
in building additional track facilities 
and in rebuilding tracks necessitated 
by city paving projects. The annual 
report of the roadway department 
shows an expenditure of $100,000 for 
paving work ordered by the city. 

Arkansas Central Power Company, 
Little Rock, Ark. will extend its Fif- 
teenth Street car line a distance of 
seven blocks, if the Public Utilities 
Commission grants the petition request- 
ing the city to act toward obtaining 
this extension. 

Los Angeles Railway, Los Angeles, 
Cal., will spend approximately $75,000 
in the reconstruction of the car tracks 
on East Seventh between San Pedro 
and Alameda Streets in the near future. 
The job will include the laying of 6,000 
single track feet of heavy girder rail, 
and the repaving of the surface of 
64,200 sq.ft. at a cost of more than 
$15,000. 

United Railways, St. Louis, Mo., has 
applied to the St. Louis Board of Pub- 
lic Service for a permit to construct a 
new loop for the Wellston division cars 
extending north from Easton Avenue 
on Theodosia and thence westward to 
the present terminus of the line. The 
company also asked the Public Service 
Board to authorize the abandonment 
of a single track of the Bellefontaine 
line on portions of North Ninth, North 
Tenth and Hebert Streets. If permis- 
sion is given the company will have a 
double track on north Eleventh Street. 
This arrangement will straighten out 


St. Louis two important non-street car 
thoroughfares in that section. North 
Ninth and North Tenth Streets are to 
be repaved this year. 


Trade Notes 


Root Spring Scraper Company, Kal- 
amazoo, Mich., manufacturer of spring 
scrapers and steel life guards for elec- 
tric railways, states that it is now 
manufacturing the snow scrapers for 
the new Grand Rapids cars, ordered 
from the St. Louis Car Company. De- 
tails of these cars appeared in the 
ELECTRIG RAILWAY JOURNAL for Dec. 
26, 1925. The Root Spring Scraper 
Company further announces the appoint- 
ment of Grayson Railway Supply Com- 
pany, 601 LaSalle Building, St. Louis, 
Mo., as its representative in the South- 
west for the sale of snow scrapers. 

Herman Steinkraus has recently as- 
sumed the representation of Bridgeport 
Brass products in the Cleveland ter- 
ritory in charge of sales and its ware- 
house service. He has resided in 
Cleveland for a number of years.. A 
graduate of Western Reserve Uni- 


versity, he has handled sales and 
organization work in managerial 
capacities for the Cleveland Automatic 
Machine Company, the Cleveland 


Chamber of Commerce, the Advertis- 
ing Club of that city and the national 
secretary’s office of the National Young 
Men’s Business Clubs. The last eight 
years have been spent with the Osborn 
Manufacturing Company, from which 
he resigned not long ago as general 
sales manager. Mr. Steinkraus’ con- 
tinuous sales service was interrupted 
only by his service in the World War. 

Tool Equipment Sales Company, 18 
S. Clinton Street, Chicago, Ill, has 
been appointed the exclusive factory 
representative of the Bicknell-Thomas 
Company, Greenfield, Mass., manufac- 
turer of tapping equipment. A com- 
plete stock of this company’s product 
will be maintained. 

Ludlum Steel Company, Watervliet, 
N. Y., announces that T. Holland Nel- 
son, internationally known rustless 
steel expert, has become associated 
with the company in a consulting capac- 
ity in connection with the production of 
rust and corrosion-resisting iron and 
steel. Mr. Nelson is also vice-presi- 
dent of the William T. Bate & Son 
Company, Conshohocken, Pa. He is 
well known as a lecturer on problems 
of rust and corrosion, and has been 
intimately connected with the develop- 
ment of rustless steel both in this coun- 
try and in England. 

Fageol Company, Kent, Ohio, de- 
livered fifteen motor coaches to the 
Miami Beach Railway, Miami, Fla., dur- 
ing the period from Jan. 15 to Jan. 81. 
These were six-cylinder gas-electric 
buses with the electrical equipment sup- 
plied by General Electric Company. 
The coaches are fitted with Westing- 
house air brakes. 

Railway Materials Corporation, To- 
ledo, Ohio, has purchased and taken 
over the business and good will of the 
Railway Materials Company of Ohio. 
There has been a complete reorganiza- 


tion, and the following officers were 
elected: President, E. C. Folsom; vice- 
president, B. J. Farnham, secretary and 
treasurer, James P. Schrider. 

Dale P. Cartwright, who sailed in 
January, 1925, on a year’s tour through- 
out Europe and to the Orient in the 
interests of the North East Electric 
Company and North East Service, Inc., 
has just returned to the home office in 
Rochester, N. Y. In addition to calling 
upon dealers handling buses equipped 
with North East products. Mr. Cart- 
wright visited North East foreign serv- 
ice stations in order to build up closer 
relations with them. In a number of 
countries he established new NorthEast 
service stations. 


White Company, Cleveland, Ohio, has 
opened a new direct factory branch in 
Omaha, Neb., for the selling and servic- 
ing of White motor trucks and buses. 
The new branch sales offices and service 
department will be located at 1310-1316 
Jackson Street. Dean M. Gillespie, for- 
mer Denver salesman, has been ap- 
pointed branch manager and A. F. 
Burgdorf, former St. Louis shop super- 
intendent,—becomes_ service superin- 
tendent at Omaha. 


Mark A. Smith has been made assist- 
ant sales manager of the Motor Coach 
Division for the Yellow Manufacturing 
Sales Corporation. He was formerly 
district representative in Philadelphia. 
In his new capacity, Mr. Smith will su- 
pervise sales activities of the various 
district representatives. Before he 
joined the Yellow Coach organization in 
the fall of 1924, Mr. Smith was vice- 
president of the Royal Motor Coach 
Company. Through his long associa- 
tion with the bus industry and the So- 
ciety of Automotive Engineers he is 
well known to railway people through- 
out the country. The Yellow Manufac- 
turing Sales Corporation was recently 
organized as the selling agency for all 
Yellow truck and coach products with 
the exception of G.M.C. truck. It is 
headed by T. L. Emerson as president. 


Advertising Literature 


Alexander Milburn Company, Balti- 
more, Md., has issued a catalog describ- 
ing various types of Milburn cutting 
and welding torches. A special type of 
torch is provided for various applica- 
tions and differing maintenance require- 
ments. ; 

Fageol Motors Company, Oakland, 
Cal., has issued a booklet describing 
the various features of its gas-electric 
buses. Technical data on the electrical 
units supplied by the General Electric 
Company are included, as well as speed 
time curves showing the acceleration of 
the Fageol gas-electric unit with a 
weight of 16,500 lb., a competitive gas- 
electric unit with a weight of 17,620 
lb. and a mechanical unit, manufac- 
tured by the same competitor, with a 
weight of 14,120 lb. 

Smith & Gregory, Inc., New York, 
N. Y., has issued a novel folder calling 
attention to the Gruss air spring manu- 
factured by the Cleveland Pneumatic 
Tool Company, Cleveland, Ohio. These 
air springs may be applied to trucks, 
buses and passenger cars. 
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7 C.E.R.A. Standard Box 
Cars at Kuhlman 


Recently there has been increased activity among 
interurban electric railways to augment their freight 
handling facilities. As a result, the Kuhlman Com- 
pany is building the following C. E. R. A. Standard 
Trail Box Cars: 


Peo eal foddes.... ee 15 
Norther Ono Traction & Lt.Co....... 25 
Wy steumOiolRanway:.... 2... eeu 10 
Toledo, Bowling Green & Southern Ry. 10 
Pennsylvania-Ohio Electric Ry........ 10 

Total 70 


Other companies considering increasing their freight 
handling equipment will recognize that much 1s to be 
gained by putting through additional cars at the same 
time. 


Al THE J. G. BRILL COMPANY {fl (ey 


HILADELPHIA, PA. 


Aenean Car ear —_— G.c. KUHLMAN Car Co. — Wason Manrc Co. 
LouIlms moO LEVELAND,OH SPRINGFIELO,MASS. 


Why not take advantage of this opportunity ? 
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